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SAVINGS BY THE GOVERNMENT 

We have no desire to belittle the results claimed in 
the report of savings and economies in governmental 
business by the Director of the Bureau of the Budget, 
nor do we pretend to ability to analyze the report in any 
complete or adequate way. But if the system through- 
out is the same that is used in some of the departments 
with which we are familiar, we should say that the report 
of savings is based largely on the theory that if some- 
body or some agency had not compelled the government 
officials involved to use merely sensible and business- 
like methods in specific cases, quite the opposite kind of 
methods would have been used; and the difference in 
cost between the idiotic thing and the sensible thing is 
credited to “economies and savings” by some such 
process of reasoning as this: “If we had covered the 
knobs on all the doors in the treasury building with gold 
leaf, it would have cost five dollars per knob; there are 
5,000 doors; therefore, the cost would have been $25,000; 
but we did not use the gold leaf; therefore, the saving 
is $25,000.” 

That sounds as if it were overdrawn, but consider 
this from the report: “Shipment of three buoys, for 
Department of Commerce, New York to Pacific Coast; 
rail cost, $2,362.28 ; cost by water route, $576.00; saving, 
$1,786.28.” That is, that amount was saved by shipping 
by water instead of by rail. A saving of $652.48 is simi- 
larly shown in the shipment of a buoy by water from 
New York to San Francisco, and of $231.60 in shipping 
a lighthouse lantérn from Boston to San Francisco by 
water instead of by rail. We suppose it was assumed 
that these shipments would have been made by rail, if 
the Federal Traffic Board had not been organized, be- 
cause such shipments always had been made by rail. 
We can think of no other assumption on which it would 


be at all possible to enter such items in the savings 
column, 
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The report is, indeed, the best possible justification 
for the Federal Traffic Board and shows in detail the 
things it~ has accomplished. Some of the items, while 
not altering one’s opinion that the board was needed, 
certainly show the idiocy that prevailed before it was 
organized. For instance, there is an item of $200,000, 
annual saving on account of proper “commercial classi- 
fication of government shipments in accordance with the 
terms of existing consolidated freight classifications, 
eliminating the charging of higher rates for government 
material shipped under departmental nomenclature.” 
One wonders how or by what system such shipments 
were made before the advent of the traffic board. We 
hear of a man now and then who thinks he can run a big 
business without a traffic manager, but usually that man 
has some idea—or thinks he has some idea—of getting 
the rates and the ratings he is entitled to for the com- 
modity he ships. It would appear that the government 
heads of departments have not even thought they had 
ideas on the subject. There is another item of $200,000 
on account of the “issuing of instructions covering the 
routing of government material via water as against 
rail, based on actual saving since the water transporta- 
tion committee (of the traffic board) has been handling 
water shipments.” This amount is estimated for the 
period between March 1 and June 30, this year. 


Even the United States Shipping Board, which is 
generally supposed to have known something about the 
traffic business, even before the Federal Traffic Board 
was organized, is quoted in the report of the Director 
of the Budget as praising the traffic board plan because 
it made it possible for the Shipping Board to “curtail 
express shipments in favor of parcel post and freight” ; 
because it permitted “closer co-operation with the pur- 
chasing department, resulting in material being pur- 
chased f. o. b. point of origin and moved to destination 
on government bills of lading, thereby enabling us to 
enjoy the advantage of land-grant deductions”; and be- 
cause it permitted “closer co-operation with material 
sales division in the movement of surplus and salvaged 
material.” 

We should say that there was certainly a decided 
opportunity for a Federal Traffic Board such as has 
been organized and is now functioning. It would seem 
that, in showing the savings and economies effected by 
it, the report goes almost to the extreme of showing 
that no brains were employed in the business of govern- 
ment traffic before its existence. It at least assumes 
that many of the operations now performed properly, 
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and, therefore, economically, under the Federal Traffic 
Board, would have been performed improperly and. by 
the most expensive method if that board had not been 
organized. Knowing what we do of government meth- 
ods, we do not think the assumption entirely ridiculous. 


TRANSPORTATION EDUCATION 

In an address recently before the Traffic Club of 
Minneapolis (see Traffic World, May 6, p. 1008), Don- 
ald D. Conn, head of the transportation division of the 
Agricultural Inquiry, the full report of which will be sub- 
mitted to Congress soon, said the report advocated the 
establishment of a “national transportation institute— 
an organization not to be supported by government ap- 
propriation, but rather by the public, by individuals, by 
agriculture, and by transportation.” No such recom- 
mendation having been made in any of the advance in- 
formation given out by Chairman Sydney Anderson, and 
published from time to time in The Traffic World, as to 
what the report would contain, inquiry was made as to 
what Mr. Conn had in mind. Chairman Anderson ex- 
plained that there would be no specific recommendation 
for a transportation institute, but that the report would 
contain the following language: 

“That imperative need exists for the organization 
of the statistics and knowledge of-transportation and its 
relation to agriculture, industry, trade and commerce 
through the establishment of private research and educa- 
tional institutions under disinterested auspices for the 
purpose of promoting education in the principles, opera- 
tions and practices incident to transportation.” 

Chairman Anderson said the investigation by the 
Joint Commission of Agricultural Inquiry showed the 
need for something of this kind. 

So, while Mr. Conn may have been technically 
wrong, he was, in a practical way of speaking, right in 
his idea as to what the report would contain. The 
report will be a recommendation for something of the 
kind we have in mind when we speak of a “transporta- 
tion institute,” such as was suggested by Bird M. Robin- 
son, president of the American Short Line Railroad 
Association, and that would accomplish what Mr. Robin- 
son is thinking of and what the traffic clubs of the coun- 
try are thinking of when they propose a national asso- 
ciation for the purpose of bringing about a better under- 
standing as to the identical interests of shippers and 
carriers, The idea seems to be growing and gathering 
force. There is nothing, in our opinion, that would bet- 
ter operate to bring about transportation order than the 
kind of thing advocated by Mr. Conn, Mr. Anderson, 
and Mr. Robinson, not to speak of the numerous men 


who are interested in bringing about a national traffic 
club organization. 


A TRAFFIC CLUB HOME 

The information that The Traffic Club of New York 
is once more considering the question of permanent club 
quarters will be surprising to many who have assumed, 
as a matter of course, that such a prosperous and large 
club in the largest city in the country had its own home. 
But it has not. We would not presume to tell The New 
York Traffic Club what it ought to do in this respect. 
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Whether it has its own club quarters or continues to 
meet from time to time at monthly dinners or enter- 
tainments, as at present, is strictly its own business. But 
we would venture to point out, with specific reference to 
this club, what we have said before with general refer- 
ence to the subject at large, that it is missing many 
opportunities for social pleasure and business profit by 
not having club rooms. 

Even if the purpose of a traffic club be held to be 
purely social—which it is not in the case of New York— 
that purpose is much better served by club rooms where 
the members meet every day—not all of them, of course, 
every day, but changing groups of them from day to 
day—and where they may talk together at their meals 
and associate with each other pleasurably in other forms 
of club activity. In so far as the purpose of a club is 
business information and acquaintance—and that is, in 
part, the purpose of every traffic club—it, too, is much 
more easily attained where there is a club home and 
where the meeting of men with each other is more fre- 
quent and, therefore, more friendly and intimate. In so 
far as the purpose is to influence national transporta- 
tion policies—and that will become more and more the 
purpose of the clubs, collectively and individually, if the 
proposed national association is effected—that also will 
be better attained by the kind of club organization that 
can best be obtained with club quarters where men fore- 
gather and talk with each other two or three days in 
the week. ' 

Indeed, the argument for club quarters, as against 
a club with no home and stated dinners or entertain- 
ments, is all one way. There can be only two reasons 
against it. One is the expense and the other is con- 
venience in reaching the club rooms for noon-day 
luncheon. We do not imagine the matter of expense 
would be important in New York. Dues would have to 
be higher, no doubt, but if the members thought they 
could use the club rooms to advantage we do not be- 
lieve the slightly increased cost would deter them. As 
to the matter of convenience, New York is supposed to 
be a notable exception, the argument being that, no mat- 
ter where the club rooms were located, they would not 
be convenient of access for all or even for a great ma- 
jority of the members. We think this objection is more 
imaginary than real. There is probably no city in the 
country where a given point can be reached in shorter 
time—distance considered—than in New York. A mem- 
ber having his place of business in Brooklyn or in the 
lower part of Manhattan, for instance, could step into the 
subway and reach any point between Thirty-second and 
Forty-second streets, say, in fifteen or twenty minutes. 
Those doing business in the northern part of the city, 
Long Island, or Jersey City, could do likewise. It prob- 
ably would not take the average member of The New 
York Traffic Club, if the club rooms were centrally 
located, with New York’s rapid transportation, any 
longer to reach the club than it takes the average mem- 
ber of The Chicago Traffic Club, with Chicago’s poor 
transportation facilities and the usually shorter dis- 
tances, to reach the club where he takes luncheon with 
two or three hundred of his fellow club members. The 
two or three hundred are not the same two or three 
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hundred every day, but one sees there, in the course of a 
week, a pretty fair club representation. 

As we said at the outset, we are not trying to tell 
New York its business. We merely have a friendly in- 
terest in this club and hope it will so order its affairs 


as to get the very most possible in business profit and 
social pleasure out of its club life. 


SOUTHERN CLASS RATES © 


In a notice on No. 13494, the southern class rate investiga- 
tion, the Commission said: 


The respondent carriers in the above entitled proceeding have, at 
the suggestion of the Commission, announced the following tentative 
schedule, which may be deviated from as necessity requires, but 
which will be adhered to as closely as possible. The hearing will take 
place at Atlanta, beginning May 22. 

1. General statement covering the proposed rates, outlining the 
scope, general principles involved and general effect upon southern 
adjustment. Mr. D. M. Goodwyn, May 22. 

2. Maximum mileage scale, relationship of classes, also modifica- 
tions desired in the Commission’s decision in I. and S. Docket 1261 
in so far as it affects the mileage scale and class relationship. Mr. 
Chas. Barham, May 23, 24, 25. 

3. Responsive to Interstate Commerce Commission’s notice of 
March 31, concerning information indicating the extent to which the 
class rates actually move traffic. (a) Effect of Georgia exceptions to 
Southern Classification. (b) Effect of Carolina exceptions to Southern 
Classification. (c) Effect of Alabama exceptions to Southern Classi- 
fication. (d) Effect of Mississippi exceptions to Southern Classifica- 
a oe (b) and (c), Mr. G. E. Boulineau; (d), Mr. H. R. Wilson, 

ay » 

4. Rates between Ohio River crossings and related points, St. 
Louis, Mo., Nashville, Tenn., Mississippi River crossings, gulf ports 
and southeastern territory. Mr. J. E. Tilford, May 27 and 29 

5. Rates between Ohio River crossings and Mississippi River 
crossings and gulf ports and Mississippi Valley territory. Mr. Jos. 
Hattendorf, May 30 (half day). 

6. Rates between Ohio River crossings and related points and 
Carolina territory; rates between eastern cities and interior eastern 
points and Virginia cities and Carolina territory. Mr. B. G. Brown, 
Mr. J. W. Perrin, May 30 (half day), May 31 and June 1. 

7. Rates between Virginia cities and related Carolina points and 
southeastern territory; rates between south Atlantic ports and south- 
eastern and Mississippi Valley territories. Mr. E. T. Willcox, June 2. 

8. Rates between eastern cities and interior eastern points (via 
all-rail and rail-and-water) and southeastern territory. Mr. 
Wright, June 3. 

9. All-rail rates between trunk line and New England territories 
and the southeast. Mr. S. House, Mr. F. H. Kinney, June 5. 

10. Rates between eastern cities and interior eastern points and 
Virginia cities and Mississippi Valley territory, including modifications 
desired in the Commission’s decision in I. and S. Docket 1303 (Part 1). 
Mr. W. H. Paxton, June 6-7. 

11. Rates between Central Freght Association territory and south- 
eastern and Mississippi Valley territories. Mr. L. E. Oliphant, June 8. 

12. Rates between interior southeastern points; rates between 
southeastern territory and Mississippi Valley territory. Mr. N. B. 
Wright, Mr, Jas. Menzies, Mr. W. H. Paxton, June 9-10. 

13. Rates between all origins and Florida points. Mr. Jas. Men- 
zies, June 12, 

14. Local adjustments: Rates from and to Ohio River crossings 
and related points, St. Louis, Mo., Nashville, T'enn., Mississippi River 
crossings, gulf ports, eastern and Virginia cities and Central Freight 
Association territory. (Note.—It is understood that between south 
Atlantic ports and southeastern points the local adjustment will be 
handled along with the junction point adjustment by the witnesses 
shown in Sections 7 and 12.) For Atlantic Coast Line R. R., Mr. 
Hodgkin; Central of Georgia Ry., Mr. Chancellor; Louisville & Nash- 
ville R. R., Mr. Quinn; Nashville, ‘Chattanooga & St. Louis Ry., Mr. 
Kirk and_Mr. Nichol; Seaboard Air Line Ry., Mr. Eberly; Southern 
Railway System, Mr. Ralph Brown; Atlanta, Birmingham & Atlantic 
Ry., Mr. Pope; Atlanta & West Point R. R.-Georgia R. R., Mr. 
Browder; Illinois Central R. R.-Yazoo & Mississippi Valley R. R., Mr. 
Hattendorf; Mobile & Ohio R. R., Mr. Chadwick; Mississippi Central 
Ry., Mr. Wilson; Gulf & Ship Island R. R., Mr. Cook; Gulf, Mobile & 
Northern Ry., Mr. Richie, June 13, 14, 15, 16, 17. 

15. For short line railroads in southeastern and Mississippi Valley 
territories. Mr. J. A. Streyer, June 19. . 

16. Rates between Central Freight Association territory and Buf- 
falo-Pittsburgh territory and Carolina territory. Mr. B. G. Brown, 
Mr. J. W. Perris, June 20 (half day). 

17. Rates between Central Freight Association territory and south- 
eastern territory. For the southern lines, Mr. D. M. Goodwyn, June 
20 (half day). 

Respondents’ witnesses will present their testimony consecutively 
and cross-examination will be deferred to a time which will be an- 
nounced during the course of the Atlanta hearings. 

Shippers and other interested parties who expect to present evi- 
dence at the Atlanta hearings should be prepared to proceed on June 
21, 1922. Witnesses must have available for distribtuion at the 
various hearings at least fifty copies of each exhibit filed. Rule XIII 
of the Commission’s rules of practice should be complied with, par- 
ticular attention being directed to paragraph (d) thereof with respect 


to the size of exhibits. 

Central Freight and Illinois Freight Association carriers 
kept a promise made in Washington over a year ago, when they 
invited shippers in to look over and criticize tabulated proposals 
for a new basis of class rates from the two territories into 
the southeast. The proposed rates, with such minor changes 
as may result from the conference, which was held in Chicago, 
May 8, will be submitted to the Commission at the hearing at 
Atlanta, May 22. 

A large number of shippers’ representatives were present 
to see what the carriers had to offer. The carriers’ proposals 
contemplated the establishment of joint class rates to be ap- 
plied from limited groups to specific destinations in southeast- 
ern territory, North and South Carolina, and southeastern Mis- 
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sissippi Valley territory. The rates were set forth in great 
detail in an exhibit to which were attached maps showing the 
grouping of origin territory. The proposed rates were lower in 
some instances and higher in others than the joint class rates 
where now in effect or the*combination rates to and beyond 
the Ohio River, where no such joint rates existed. A minimum 
rate to the southeast which shall not be lower than the rate 
from the origin point to the Ohio River or the Virginia cities 
is contemplated and the combination of intermediates is to be 
observed as maximum. 

Hay, straw, shucks, grain, grain products and grain by-prod- 
ucts, which take classes C and D, in Southern Classification, 
are not affected by the proposal. 

The structure of class rates proposed by the carriers, at the 
conference this week was based on a first-class rate from Chi- 
cago to Atlanta of $2.10.. It was explained that this was ar. 
rived at by taking the rate from New York to Atlanta and from 
Detroit to Greenville, which has been said by the Commission 
on several occasions to be the proper measure of the rate from 
Chicago to Atlanta, and applying it between the latter two 
points. The New York-Atlanta and the Detroit-Greenville rates 
are now $2.10. 

The through rates from Chicago to the south are, of course, 
dependent on the rates from the crossings to the destinations, 
and these will not finally be known until the coming southern 
class rate investigation is completed. For figuring the basis for 
their proposals, the C. F. A. carriers used the rate the southern 
carriers are advancing as proper from the crossings to Atlanta, 
$1.60. Using the $2.10 rate, the carriers figured, would leave 50 
cents for the haul to the river, as compared to the present rate 
of 89%. The proposed proportional was, therefore, 62.5 per cent 
of the class local. That was the percentage used in figuring the 
rates on the other classes. 

The southern investigation will, however, be the scene of 
another attempt to put in what the carriers consider proper re- 
lationships between first class and classes A and B. The Com- 
mission’s idea has been that they should be 30 and 35 per cent 
of first class respectively. The carriers think they should he 35 
and 40 per cent. Paper moves on class A rates and packing 


house products of all kinds on class B. Both of them are car- 
load class rates. 


MISSOURI INTRASTATE RATES 


The Trafic World Washington Bureau 


In No. 11862, in the matter of intrastate rates and charges 
in the state of Missouri, the Commission has issued an order 
setting aside its orders of October 4, 1921, and of December 12, 
1921, relative to intrastate rates in Missouri. The order set forth 
that on April 29, the Public Service Commission of Missouri so 
amended its order of August 26, 1920, in which it had made cer- 
tain exceptions to the Ex Parte 74 percentage increases author- 
ized to be applied to intrastate traffic, as to authorize the Mis- 
souri carriers to charge and collect on Missouri intrastate traffic 
the full increases allowed by the Commission in Ex Parte 74. 

The Commission’s order of December 12, 1921, was with ref- 
erence to reopening the Missouri case for consideration of the 
state rates on coal and petroleum oil and its products. 


COMMISSION ORDERS 

The order in No. 12178, City of Aberdeen, S. D., vs. Director- 
General, C. & N. W. et al., has been modified so as to become 
effective June 13 instead of May 13. 

The St. Louis Chamber of Commerce was permitted to 
intervene in No. 13535, the Corporation Commission of Okla- 
homa vs. Aberdeen & Rockfish et al. 

The order entered February 7, 1922, in No. 10714, United 
Verde Extension Mining Company vs. United Verde & Pacific 
Ry. et al., was modified to permit the publication of the rate 
therein prescribed on or before June 1 on not less than 10 days 
notice. 

The order in No. 13602, Ohio & Kentucky Railway Com- 
pany vs. L. & N. et al., was amended by striking therefrom the 
second ordering paragraph relating to statements of changes 10 
divisions of joint freight rates made since February 29, 1920. 

The Board of Trade of the City of Chicago and the Chamber 
of Commerce of the City of Milwaukee were permitted to inter- 
vene in No. 13548, Maritime Association of the Boston Chamber 
of Commerce et al. vs. Ann Arbor et al. 

The Wichita Board of Commerce and the Board of Railroad 
Commissioners of the State of South Dakota were permitted to 
intervene in No. 13539, Omaha Chamber of Commerce, Traffic 
Bureau, et al., vs. A. T. & S. F. et al. 


Cc. R. R. OF N. J. EQUIPMENT BONDS 
The Central Railroad Company of New Jersey has applied 
to the Commission for an order authorizing the issue of $2,000,000 
of 6 per cent equipment bonds. The proceeds will be applied on 


the purchase of locomotives and passenger cars at a total cost 
of $2,540,490.20. 
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Current Topics " 
in Washington 





President Harding’s Railroad Dinner.—As on always pre- 
pared to heave a monkey wrench into the transportation 
machine, President Harding, by his announcement, on the eve 
of the Commission’s promulgation of its report in the general 
rate inquiry, helped along a reputation, of which Theodore 
Roosevelt would not have been ashamed. Roosevelt always 
was proud of his ability to keep things moving. The necessity 
for the dinner and discussion of policies of railroad regulation 
was not obvious at the time of the announcement, not even to 
some of those who believe the President is one of the wisest 
men ever called to the office. The calling of the inquest was 
first attributed to Herbert Hoover’s conviction that the Esch- 
Cummins scheme of rate-making embodied in section 15-A is 
not satisfactory because it seems to put hobbles on both Com- 
mission and railroad managers by calling for a rigid structure 
of rates relatively high in times of poor business and relatively 
low in times of prosperity. Hoover came in for a lot of criticism 
immediately after the announcement of the dinner. One inclina- 
tion was to regard the dinner announcement as equivalent to 
a declaration from the White House that the Commission had 
failed and, therefore, that it was necessary for the President 
to discuss a change in the law, or policy, as he put it. It was 
recalled that in season and out of season Hoover has been 
talking about the lack of co-ordination in the governmental 
agencies dealing with transportation things. One of the things 
noted in connection with the secretary of commerce was that 
his periods of greatest verbal activity generally coincided with 
the appearance, before the Commission, of relatively big things. 
Some times those whose sympathies have been with the way 
the Commission handled the problems have been inclined to 
regard his activities as intended as pressure on the Commission 
to dispose of questions before it in the way the Harding admin- 
istration would dispose of them, had it the power in other words, 
that he was “rattling the sword.” Hoover activities were not- 
able, so his critics suggested, when the Commission was induced 
to negotiate with the railroad executives about rates and the 
executives thought they had made a bargain with the Commis- 
sion that, if they would reduce rates on agricultural products, 
the Commission would substitute that reduction for the reduc- 
tion ordered in the western grain rate case. It was also noted 
that he became active during the hearings in the general rate 
inquiry, his activity culminating in his appearance before the 
Commission as a witness. It was not until after the dinner 
announcement was comparatively old that it was realized that 
the President probably had been convinced that the Commis- 
sion could not order as big a reduction in rates as he deemed 
necessary to restore business to normalcy and that the dinner 
was called to enable him to show those who, like him, believe 
heavier cuts should be made than the law will allow, that the 
thing to do is not to blame the administration, but the law, 
for not permitting the Commission or the railroads to do what 
the administrtion thought necessary and desirable. It was 
suspected, after the announcement, that President Harding was 
not unwilling to have it known beforehand that he would not 
be satisfied with the comparatively small reductions possible; 
in other words, that he was appealing to the populace to believe 
that when he began the fight for lower rates, in April, 1921, 
he wanted lower ones than were to be granted. 





End of the Texas-Louisiana War.—That the Commission is 
Proud of its achievement in bringing to an end the rate warfare 
between Louisiana and Texas, and then between itself and 
Texas, may be inferred from the fact that it issued a memoran- 
dum on the subject. It is not a prolific producer of explana- 
tions of its orders and when it does put out statements about 
one of them, it is proper to believe it thinks well of itself. 
Chairman McChord, it is believed, is not averse to having it said 
that he regards the achievement as a decidedly long step in 
the right direction. Mr. McChord is something of a diplomatist. 
The fact that the Texas and other state commissions could not 
80 far with their restored powers without again bringing thir- 
teenth section orders down on their heads did not lessen the 
enthusiasm with which he conducted the negotiations looking 
toward the elaboration of a plan for co-operation after the state 
commissioners had obtained their freedom. The plan gives the 
State commissioners the power to hold hearings on situations 
which shippers within their states think should be changed, 
and then go to the federal commissioners with suggestions as 
to what should be done,. if action by them on things that seem 
to need changing would have an effect on matters outside of 
the states. The Texas commissioners, for six years, have been 
tied hand and foot. The plan releases them so they can at least 
Stretch the limbs that have been tied down, and the Commission 
18 Inclined to regard that as a worth-while achievement, because, 
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at least, it achieves a better feeling and may weaken the sup- 
port of the Capper bill somewhat. 





Washington’s Way of Saving Daylight—Washington goes 
to a daylight saving schedule May 15, but without doing any- 
thing to the clock. Instead of beginning at 9 o’clock the govern- 
ment clerk will begin his “labor” at the unearthly hour, by the 
dial, of 8 o’clock. President Harding, for no clearly explained 
reason, objected to Congress enacting the usual daylight saving 
legislation, under which the hands of the clock would have been 
moved forward. He favored, however, the plan of getting to work 
an hour earlier and quitting an hour sooner. Therefore, the 
hearings before Commission examiners in Washington, here- 
tofore set for 10 o’clock, will begin an hour earlier than that. 
Announcements by the Commission will be made at 8:30 and 
2:30 o’clock instead of 9:30 and 3:30 and everybody will go 
home at 3:30 or 4 o’clock instead of at 4:30 or 5. The Shipping 
Board’s hour for calling it a day has been thirty minutes later 
than other government offices, so it will quit at 4 instead of 
3:30 when the new order is in operation. 





Specification of Rail-and-Water Rate.—The Commission, it 
is understood, deliberated earnestly before it promulgated its 
decision in No. 12805, Schule’s Pure Grape Juice Co. vs. Direc- 
tor-General, in which it brought up and dusted conference ruling 
No. 190, which says that if shipper desires the benefit of a 
rail and water rate he must so specify in his bill of lading. 
Among the points made was that proibably not one per cent of 
those interested in rates remembered that there was such a 
ruling or that a case had ever been decided in which that rule 
was upheld, as it was in Hirsh vs. Erie (unreported, No. 3773); 
also that probably not one rate clerk in a hundred remembered 
that that was the rule. Those points were made in behalf of 
a proposal that the rule should be abrogated. In behalf of 
upholding the rule, it was argued that, if rate clerks and ship- 
pers had forgotten it to the extent suggested, it would cause 
less trouble to let the rule stand unchanged than to change it 
on a case in which its reasonableness was not directly ques- 
tioned. That argument prevailed. If therefore shippers have 
been obtaining the benefit of rail-and-water rates without 
having specified them in their bills and the railroads present 
undercharge claims, the reasonableness of the rule can be ques- 
tioned and the issue fought out. But the query is whether an 
undercharge claim can be presented in case of a shipment which 
was moved over the rail-and-water route, without request by 
the shipper. As a matter of fact, it is believed that a railroad 
that did that would have no standing in presenting such a 
claim. The decision, however, shows that stuff sent all-rail, 
when a lower rail-and-water rate prevailed, was not misrouted 
even if the shipper paid more than he thought he would have 
to pay. The report in this case does one good thing—it brings 
out of the obscurity of the unreported cases, one that may be 
of considerable importance. 





Rates from Indiana to Wisconsin.—Grotesque looking rates 
were brought to light in the Commission’s decision in No. 12425, 
Fort Wayne Rolling Mill Company vs. Director-General. The 
idea of a rate to Sheboygan, Wis., fifty-two or three miles from 
Milwaukee, seventeen cents higher than the rate to Milwaukee 
on iron and steel bars, would, in other days, probably, have been 
repugnant to the Commission. In this case, however, it was not 
condemned, probably because, if the Commission had gone into 
the subject of rates from Indiana into Wisconsin again, it would 
have stirred up things in a territory where there has been tur- 
moil, in a rate sense, for more than a generation, but where 
there is now comparative quiet. Sheboygan may have to suffer 
such an adjustment in the interest of peace for the rest of the 
territory but a spread as great as that between a basing point 
in the south and a station taking rates over the basing point, 
would have excited the ire of the Commission in the days when 
whacking the railroads was regarded as its chief function. The 
spread now is greater than the whole rate from Fort Wayne 
to Sheboygan used to be, and only two or three cents less than 
the rate from Fort Wayne to Milwaukee, for more than three 
times the distance. It is, however, a vivid reminder of the 
ragged rate structure produced by the competition of the car- 
riers in Central Freight Association territory, complicated by 
the efforts of the Illinois commission to match up the rates from 
the east, the west, and the south in the territory over which it 
presided. It may also serve as a suggestion that rate-making 
by public officials sometimes shows edges just as ragged as the 
rate-making of the railroad officials, working under the stress 
of competition. 





How to Dispose of Irrelevant Testimony.—Men with long 
acquaintance with the Commission’s way of handling those who 
desire to be heard in cases before it laugh at the seriousness 
with which the Shipping Board views the efforts of “foreign 
interests” to “crab” its hearings on section 28, and the Labor 
Board’s fear that if it admitted the National Industrial Traffic 
League into the wage cases it would have to let in everybody, 
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including church organizations. The Commission, years ago, 
decided that the better way to get rid of foolish persons was 
to allow them to appear as witnesses, or even to intervene and 
be heard, even if their right to be heard as complainants was 
dubious. In its general cases it always listened to the man who 
wanted to make postage stamp rates, to the man who wanted 
to solve all difficulties by converting the railroads into mono- 
rail affairs to Ben Marsh, the man who declares he speaks for 
the farmers, and at the last hearing, to the man who wanted 
to put a cement roof over the road beds of the railroads, so as 
to protect the ties from the weather. The men with more ideas 
than facts have always obtained a hearing. One suggestion with 
regard to the Shipping Board’s determination to put cotton in its 
ears so as not to hear the suggestions that might be made by 
those having foreign interests, has been that it ought to pay 
money to get that kind of opposition to show itself’ where the 
foreign interest witnesses could be known and cross examined. 
Another suggestion has been that perhaps the people who fur- 
nish the money for the Shipping Board would like to know what 
the foreign interests have to say as to what the cost of enforcing 
the section would be to them by reason of what the foreign 
interests would do to them. The Interstate Commerce Com- 
mission, which has never been suspected of being controlled by 
foreign interests, in its last annual report to Congress suggested 
that the cost to Americans, in carrying out what seemed to be 
the mandate of Congress, would be heavy. There is a suspicion 
that there are a lot of Americans who do not think section 28 
is any more sacred than any other statute, or any more to be 
protected from assault by those who may think it a foolish and 
expensive bit of legislation. A. E. H. 


DAWES REPORTS SAVINGS 
The Trafic World Washington Bureau 


In a report of the Director of the Budget on the subject of 
“Economies and Savings in Governmental Business,” transmitted 
to Congress by President Harding, in response to a resolution 
by Representative Byrns, of Tennessee, as to how “great econ- 
omies” had been effected by the Bureau of the Budget, savings 
made by the Interstate Commerce Commission, the Shipping 
Board, the Federal Traffic Board and other departments are 
shown. The savings are those made in the fiscal year 1922. 

The Federal Traffic Board is credited with effecting savings 
totaling $1,280,000, of which $200,000 was saved through “proper 
commercial classification of government shipments,” $150,000 is 
claimed as a saving due to extension by the carriers of land- 
grant equalization privileges to the Shipping Board Emergency 
Fleet Corporation; $440,000 to changes in procedure of auditing 
and payment of government transportation accounts and elimina- 
tion of employes; $200,000 to the creation of a water transpor- 
tation committee and the issuing of instructions covering the 
routing of government material via water as against rail; and 
$220,000 to the forwarding of 11,000 tons of government ma- 
terial via rail and water, as against all-rail shipments, at a sav- 
ing of approximately $20 per ton. ‘There were a number of 
smaller items enumerated, bringing the total to $1,280,000. 

The Interstate Commerce Commission is credited with a 
saving of $88,265.75. 

Savings of $96,407,509.90 are credited to the Shipping Board 
for 1922, that figure being obtained by taking the total loss of 
$148,910,529.48 for 1921 and deducting therefrom a total esti- 
mated loss of $52,503,019.58 for 1922. The loss for the first eight 
months of the fiscal year 1922 is given as $37,503,019.58. 

The Railroad Administration is credited with saving $56,- 
584.56 in supplies, telegraph and telephone expense. 

“There should be no future accruing liability from the 
operations of the present Shipping Board, the reason being that 
the present Shipping Board is the first to keep a monthly state- 
ment actually reflecting the income and outgo on current opera- 
tions,” the Shipping Board said in its report to Director Dawes. 

A large saving was effected by the board by cutting down 
the number of ships in operation. In the fiscal year beginning 
July 1, 1920, during the month of July of that year, 1,438 ships 
were operated as against 732 ships in the year beginning July, 
1921. In March, 1922, the number of ships in operation was cut 
to 464. The loss in operations in March, 1921, was $16,820,000, 
while in March this year the loss is estimated at not in excess 
of $8,500,000. For February, 1921, the loss was $16,000,000 plus, 
whereas for February, 1922, it was $3,279,441, according to the 
report. 

The report showed that a year ago the overhead payroll was 
approximately $15,000,000 a year and that this had been cut to 
$10,000,000 a year. Mention is made of the fact that freight rates 
are down by approximately 40 per cent. 

“Therefore, there must be efficiencies and economies in opera- 
tion far beyond anything known before to make the loss so small, 
compared even to the smaller number of ships being operated,” 
the report says. “It is true that wages and subsistence are down 
somewhat, but not in proportion to freights. The present board 
is covering practically as many routes as were covered by the 
prior operations. They are covering them with a lesser num- 
ber of ships, but by efficient management and by sending the 





ships out promptly instead of at irregular sailings, are filling the 
ships up, until in February of this year the average freight car. 
ried in our bottoms was 70 per cent of the tonnage of our boats, 

“It is interesting to note that the average loss per ton 
operated for the year ended June 30, 1921, was $1.60, whereas 
the average loss per ton for the year beginning July 1, 1921, up 
to and including February, 1922—the last figures available—was 
$1.18 and February itself is down to 89 cents.” 

The board says in the report $7,600,000 was saved in ad- 
ministrative expenses, due to a reduction of more than 3,000 em- 
ployes and a reorganization of the board. It is estimated that 
$3,000,000 will be saved in the current year 1922 due to the new 
wage scale for seamen. A direct saving of $3,200,000 is claimea 
on laid-up ships on account of savings in wages and on other 
items, $4,300,000, bringing the total to $7,500,000. A saving of 
$2,500,000 is claimed due to reductions in stevedoring charges, 
For feeding and subsistence costs and miscellaneous items a 
saving of $500,000 annually is claimed. Direct savings in operat- 
ing losses for the current year are fixed at $10,000,000. 

The detailed statement in the report on the savings effected 
by the Interstate Commerce Commission follows: 


The Commission refrained from_ filling positions made vacant by 
the resignation of employes during the first six months of the current 
fiscal year, and, by inducing the reduced personnel to assume addi- 
tional duties, effected savings estimated at $11,240.59. 

Completion of field work having made such action possible, the 
Commission, in October, 1921, discontinued valuation field offices in 
Chattanooga. Tenn.; Chicago, Ill.; Kansas City, Mo.; and San Fran- 
cisco, Cal. The activities of these offices were centralized in Wash- 
ington and housed in a government-owned building containing 58,440 
square feet of space, all of which is needed to accommodate the per- 
sonnel engaged on the work. The elimination of the item of rent has 
resulted in a savings estimated at (for the fiscal year) $65,745.00. 

Upon closing valuation field offices referred to above, the Com- 
mission transferred furniture and other office equipment in those field 
offices to the United States Veterans’ Bureau, which at that time 
was opening offices at points in the vicinity of the offices being closed 
by the Interstate Commerce Commission, and the Veterans’ Bureau, 
in turn, transferred to the Interstate Commerce Commission sufficient 
furniture and other office equipment to meet the needs of the cen- 
tralized valuation office in Washington. This eliminated the expenses 
of freight charges, packing, crating, and drayage, which would have 
been borne by the Interstate Commerce Commission had the trans- 
ferred equipment been shipped to Washington. The files and records 
of the San Francisco office were transported from San Francisco to 
Norfolk on a Navy transport. eliminating a large item of freight 
which would have resulted had the records been shipped by railroad 
across the continent. The savings resulting from the transfer of the 
equipment and the services performed by the Navy Department and 
the War Department in transporting records and furnishing drayage 
is estimated at $10,000. 


_ The consolidation of the valuation field offices in Washington 
eliminated telephone service for the fiscal year estimated at $1,280.16. 


CONSOLIDATION HEARING 


The Trafic World Washington Bureau 


The committee of railroad counsel selected to take up with 
the Commission the character of testimony desired in the con- 
Solidation hearing, which was adjourned April 24 to some date 
the latter part of May, met with Commissioner Hall this week. 
The committee is composed of R. V. Fletcher, general counsel 
of the Illinois Central; S. T. Bledsoe, general counsel of the 
Santa Fe; J. P. Blair, general counsel of the Southern Pacific; 
L. E. Jeffries, vice-president and general counsel of the South- 
ern; E. S. Jouett, vice-president and general counsel of the 
L. & N.; and B. B. Cain, vice-president and general counsel 
of the American Short Line Railroad Association. The com- 
mittee discussed with Mr. Hall the question of what testimony 
should be submitted. 


PETITIONS FOR REHEARING, ETC. 


Complainant in No. 12287, Gulf City Manufacturing Com- 
pany vs. Director-General, has asked the Commission to grant 
a rehearing in that case so as to permit it to introduce further 
evidence relative to paying and bearing of the freight charges. 

Complainants in No. 11510, Tanners’ Council of the United 
States of America et al. vs. Director-General, have asked the 
Commission to grant a reargument and reconsideration of that 
case on certain points. 

Complaints in No. 11560, Swift & Company vs. Director- 
General, and No. 11905, Armour & Company vs. Director-General, 
have asked the Commission to grant a reargument of those cases. 

The Certain-teed Products Corporation has asked for leave 
to wtihdraw as complainant in No. 11203, Standard Paint Com- 
pany et al. vs. Director-General, Alabama & Vicksburg et al. 
and for dismissal from that proceeding without prejudice. ; 

The Eagle Picher Lead Company, intervening respondent in 
I. & S. Docket 1447, in the matter of sublimed lead to Trunk 
Line points, has petitioned the Commission to modify its report 
in the said case so that the suspended rates on sublimed lead 
and white lead may become effective, leaving zine oxide and zinc 
lead white on the present rates. 


Regular subscribers for The Traffic World, when in 
Washington, D. C., may obtain copies of the magazine 
at our Washington office in the Colorado Building. 
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SPECIFICATION OF WATER ROUTE 


In a report on No. 12805, Schiihle’s Pure Grape Juice Co., 
Inc., et al. vs. Director-General, as agent, New York, New Haven & 
Hartford et al., and No. 12894, same vs. same, opinion No. 7604, 
68 I. C. C. 485-6, the Commission enforced Conference Ruling 
190 supported by its decision in Hirsch vs. Erie, docket No. 
3773, unreported, that “if a shipper desires his shipment to move 
via a water-and-rail route that is cheaper than the all-rail route, 
he must, in delivering it to an initial carrier, specify such rout- 
ing, otherwise it is understood that the shipment is to move 
via an all-rail route.” 

The complainants alleged the rates charged on four car- 
loads of grape juice, from Highland, N. Y., to Little Rock and 
Houston, in January and February, 1919, were unjust and un- 
reasonable in that they exceeded water-and-rail rates of 86.5 
cents to Little Rock and 85.5 to Houston. The carriers charged 
$1 to Little Rock and $1.64 to Houston. The Commission said 
the 86.5 cent rate did not apply to Little Rock on traffic orig- 
inating at Highland on the Central New England. 

Misrouting was claimed because the shipments, tendered 
unrouted, to the Central New England, were not forwarded 
water-and-rail. The Commission said they were not. No attack 
was made on the all-rail rates. 


KANSAS CITY SWITCHING CHARGES 


Increased switching charges, proposed by the St. Louis-San 
Francisco, the Missouri Pacific and the Kansas City Southern, 
upon business in the two Kansas Citys, between industries and 
public team tracks on their lines and interchange points with 
other railroads, have been condemned by the Commission as hav- 
ing not been justified, in a report on I. and S. No. 1427 (mime- 
ographed without opinion or page numbers), without prejudice, 
however, to the right of the St. Louis-San Francisco, which has 
two lines entering Kansas City, to make the increased rates 
applicable to cars originating on its line within the switching 
limits of Kansas City and destined to points within the limits 
on other lines. 

The increases proposed by the Frisco and Kansas City 
Southern ranged from 50 cents to $2 per car, and by the Missouri 
Pacific from 50 cents to $3 per car. 

Extensive cost studies were made by the carriers, but the 
Commission indicated it could not accept the conclusion, because 
the volume of business during the test period was subnormal, 
while a considerable portion of the costs included in the studies 
were more or less constant, and varied but little with the volume 
of business. It said further increases proposed during the pres- 
ent period of readjustment should be examined with the greatest 
of care. 

“Operating costs should be coming down,” said the Commis- 
sion, “and certain line-haul rates have been reduced.” 


STORAGE AT MINNESOTA TRANSFER 


In a report on I. and S. No. 1416, storage-in-transit rules 
at Minnesota Transfer on import traffic from Pacific coast ports 
(mimeographed), the Commission has held not warranted the 
proposed cancellation of storage-in-transit arrangement at Min- 
nesota Transfer on import traffic from Pacific coast ports, chiefly 
matting and rugs from the Orient, destined, with certain ex- 
ceptions, to all points south of the Ohio and Potomac and east 
of the Mississippi rivers. Protest was made by the Central 
Warehouse Company. At the hearing the Association of Im- 
pberters and Distributors of Chinese and Japanese Floor Cover- 
gs was represented in opposition to the cancellation. 

Under the present arrangement, storage is furnished at 
Minnesota Transfer free of charge, but the shipments, when 
Sent out, pay the L. C. L. rate from the Pacific coast to des- 
Unation, although the traffic moved into the storage point as 
carloads. The storage houses were established by the Northern 
Pacific and Great Northern in 1906 to relieve the warehouses 
at the ports and to conserve equipment instead of allowing it 
to come east of their eastern termini. Cancellation of the 
arrangement would cause the application of combinations which 
are higher than the joint rates. 

The northern transcontinental lines said that cancellation 
would merely restore conditions as they were before the Rail- 
road Administration ordered into effect joint rates from the 
Pacific coast to the southeast, on the same basis as to points 
In Official Classification territory. The southeastern lines did 
Not like that arrangement, as it deprived them of some revenue. 

_. Commissioner Daniels, in a dissenting report, said he con- 
sidered storage in transit, where no process of manufacture or 
elaboration was to take place, of doubtful propriety, and that 
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where the carriers proposed to eliminate it they should be 
allowed to do so. He based his dissent upon the fact that stor- 
age of that kind is not one of the functions of a common carrier. 


MINIMUM ON COTTON TWINE, ETC. 


Reparation has been ordered on account of unreasonable 
charges on cotton twine and cotton factory sweepings, from 
Uniontown, Ala., to Pacsteel, Cal., in No. 12347, California Cot- 
ton Mills Company vs. Director-General, opinion No. 7586, 68 
I. C. C. 403-8. Nine cars were involved. A greater number 
were mentioned, but, because they did not move during federal 
control, the Commission disregarded them. The Commission 
found the 40,000-pound minimum, applicable to cars of all sizes, 
was unreasonable when applied to the four in question. It used 
its two-foot rule and came to the conclusion that more twine 
and sweepings could have been loaded into the five than 
were placed therein. As to the other cars, it found the charges 
were unreasonable to the extent they exceeded those which 
would have accrued at minima ranging from 25,000 to 36,589 
pounds. The complainant ordered 50-foot cars, but there was 
nothing in the tariffs of the southeastern carriers requiring 
them to furnish cars of any particular size, so the question 
was as to the reasonableness of the 40,000 minimum when 
applied to such traffic loaded into the four small cars on which 
the order of reparation for $289 is based. 


DELIVERY BY CAR FLOAT 


The Republic of France, in its fight, through its director of 
administrative service in the United States, against the demur- 
rage, storage and accessorial charges assessed on some of the 
war materials bought in the United States during the world 
war, won a partial victory in No. 12448, Republic of France vs. 
Director-General, as agent, and Philadelphia & Reading, opinion 
No. 7589, 68 I. C. C. 419-28, and a complete one in No. 12450, 
Same vs. Director-General, as agent, covered by the opinion 
before mentioned. The Commission, in a report written by 
Commissioner Lewis, held that the charge of 7.5 cents per 100 
pounds assessed by the Reading, for delivery, by car float, of 
carload shipments of explosives to vessels in Wilmington (Del.) 
harbor, between April and October, 1918, were illegal, if applied 
to shipments for export, delivered by float to ships tied up at piers 
on the Delaware side of the river, within the harbor limits of 
Wilmington, as described in the applicable tariff. 

Owing to the fact that the location of the vessels to which 
the deliveries were made was not given in the record, that 
complaint was dismissed, without prejudice, because the testi- 
mony did not show that the charges were assessed against de- 
liveries to ships on the Delaware side of the river. Commis- 
sioner Lewis said the tariff did not, by its terms, apply to de- 
liveries to ships on the Jersey shore opposite Wilmington. 

The complete victory was on the complaint pertaining to 
demurrage charges on shipments of explosives. The domestic 
demurrage tariff provides for the assessment of storage and 
demurrage on explosives held longer than the free time, gradu- 
ated both as to time and character of the explosives. The de- 
murrage tariff on export stuff made no such distinction. The 
carrier claimed, however, that the tariff pertaining to explosives 
resulted in taking explosives, whether for foreign or domestic 
trade, out of the ordinary storage and demurrage tariff. Com- 
missioner Lewis said the carrier may have intended to accom- 
plish that exclusion, but that it did not, hence the charges were 
illegal and should be returned. 


LUMBER DRESSING IN TRANSIT 


The Commission has dismissed No. 11426, Illinois Central 
et al. vs. New Orleans Great Northern et al., opinion No. 7609, 
68 I. C. C. 505-6. In an opinion written by Commissioner Camp- 
bell, it held, as not having been sustained, the contention of the 
complainant carriers, namely the Illinois Central and its sub- 
sidiary or affiliated line, the Yazoo & Mississippi Valley, that 
they, rather than the defendants, were entitled to provide for and 
collect a charge for the transportation services incident to dress- 
ing in transit, of lumber, at Jackson and Brookhaven, Miss. 

Originating roads, the Gulf & Ship Island and Mississippi 
Central in addition to the principal defendant, have been col- 
lecting the transit charges at Jackson and Brookhaven, and 
retaining the money. The Illinois Central has been claiming 
the right to collect the money. Hach set of carriers said it was 
willing to pay the other set for the services rendered by it. 
The originating roads have had the better of the argument be- 
cause they have collected the money for the transit service as 
a condition precedent to its delivery to the Illinois Central sys- 





1036 THE TRAFFIC WORLD 


tem lines. The latter, according to the statements in Commis- 
sioner Campbell’s report, have been doing most of the work, in 
that they have done the switching to the planing mills in Jack- 
son and Brookhaven, and of course, have performed the serv- 
ice of taking out the dressed lumber for further northward 
movement. The originating lines, on lumber dressed in transit, 
do some clerical work that is not required on lumber going 
through without dressing. The Illinois Central lines, in addi- 
tion to the switching, also perform some necessary clerical work. 

Both contentions, according to Commissioner Campbell, are 
wrong. As he sees the matter, dressing in transit is a joint en- 
terprise, in which all concerned are partners, and all to be con- 
sulted. Inasmuch as the decision probably will attract nation- 
wide attention, the issue as summed up by Mr. Campbell is 
given in full herewith, as follows: 


The Illinois Central contends that as it performs practically all 
the transportation service incident to the transit arrangement it is 
entitled to control, publish, collect and retain the transit charge, but 
it is willing to allow the initial lines switching and per diem re- 
claims and to reimburse them for necessary clerical expenses. The 
initial lines contend that as they originate the traffic they alone have 
the right, if they so elect, to determine whether or not there shall 
be a transit charge and, if so, what it shall be, and that they are 
entitled to publish the charge and to collect it. They are willing, 
however, to pay the Illinois Central a proper compensation for the 
service it performs. In other words, it is the contention of the 
initial lines that they have the right to be the principals in this ar- 
rangement and to employ the Illinois Central merely to do the work 
for a stipulated sum. Reparation is asked by complainant to cover 
the transit charges collected by the initial lines from March 1 to 
April 23, 1920, the date of the filing of the complaint. The 2-cent 
transit charge involved, since increased to 2.5 cents under the general 
increases of 1920, was approved in Mercantile Lumber Co. vs. I. C. 
R. BR. Co., 58 1. Cf. C., 66S, and G t..C..C., Ia6. 

The carriers’ rights and responsiblities in connection with the 
matter are joint, and all parties to the joint through rates are entitled 
to a voice when questions arise as to whether there shall be a transit 
arrangement, whether a charge shall be made therefor, or what the 
charge, if any, shall be. If there be disagreement the matter may 
again be submitted to us for determination. No action should be 
taken that would put a burden on the shippers pending settlement. 
The charge should be published as a joint charge, either in the tariff 
naming the joint through rates or in a joint transit tariff specifically 
referred to in the tariff naming the joint through rates. It should 
be collected by the carrier that can do so with the greater efficiency 
and convenience. It should be divided in proportion to the expenses 
incurred by each line. The transit charges on the past shipments 
involved should be so divided. 


Unless the last paragraph in the preceding quotation be 
construed so as to be strictly limited to the physical conditions 
at Jackson and Brookhaven, the opinion, it is believed, will 
be warrant for the breaking of transit arrangements, in connec- 
tion with joint rates to which eastern trunk lines are parties, 
on the ground that they have not been consulted as to whether 
there should be a transit arrangement, and, if one, the charge 
to be made therefor. The eastern trunk lines, as a rule, do not 
favor transit arrangements. Carriers in the other parts of the 
country, particularly in the West and South, make such arrange- 
ments whether the eastern lines like them or not. They have 
been made in connection with joint rates, by means of local 
tariffs. 

In the so-called creosoting in transit case, Central of New 
Jersey vs. United States et al., decided by the Supreme Court 
of the United States, December 5, 1921, opinion by Associate 
Justice Brandeis, Traffic World, December 10, 1921, p. 1186, the 
court said the privilege of creosoting was treated, in the tariffs 
on file with the Commission, as a matter local to the railroad 
on which the transit point was established. Whether the privi- 
lege should be granted or withheld, Mr. Brandeis said, was de- 
termined by the local carrier. Because neither the Pennsyl- 
vania nor the Central of New Jersey had participated in any 
way in the establishment of the transit privilege enjoyed by 
the competitors of the American Creosoting Company at points 
in the South and mid-west, the court held the Commission had 
done an unlawful thing in requiring the complaining roads to 
either establish the transit at Newark or abolish it at other 
points. 

If the Campbell opinion be read as applying only at junc- 
tion points where the planing mills are situated on tracks not 
controlled by the originating roads, its significance, it is believed 
to be obvious, will not be wide-flung. 

The Supreme Court said the Commission might have dealt 
with the creosoting transit situation under the first section, 
either condemning the failure of the trunk lines to establish it 
as unreasonable and unjust, or the action of the southern and 
mid-western lines, equally repugnant to the first section, but 
not under the third, as a matter of undue prejudice and pref- 
erence. 


PETROLEUM FROM SHREVEPORT 


In holding as it did in its report on I. and S. No. 1472 
(mimeographed without page or opinion number) that the rail- 
roads had justified their proposal to reduce the proportional rate 
on petroleum and its products, except crude and fuel oil, from 
Shreveport to Baton Rouge, Natchez, and Vicksburg, only in so 
far as rates to the southeast would be affected, the Commission 
protected the combinations on oil from the mid-continent field 
to central freight association and trunk line territories, based 
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on St. Louis and other crossings above Vicksburg. Even on 
present rates, the protesting railroads pointed out, the combina- 
tions on Vicksburg, from the refineries in Texas and Louisiana 
are lower than the combinations from the Oklahoma refineries 
based on St. Louis. For instance, the combination from Tulsa 
to Cincinnati via East St. Louis is 57 cents. From Shreveport 
to Cincinnati, via Vicksburg it is 50.5. The proposed unlimited 
cut of the proportional rate of 19 cents to 14 cents would have 
reduced the Vicksburg combination from Shreveport to Cin. 
cinnati to 45.5 cents. The present rate from Tulsa to New 
York via St. Louis is 86.5 cents and from Shreveport via Vicks. 
burg 75.5 cents. The present rate from Shreveport to Indian- 
apolis, on which more oil would likely move than on the rate to 
New York, the lowest comination, is 52.5 based on Jeffersonville. 
The combination, if the proposed reduction had not been limited 
to the southeast would have been 48 cents via Vicksburg, from 
shreveport. 

The decision was that the carriers proposing the reduc. 
tion, namely, the Louisiana & Arkansas, Louisiana Railway & 
Navigation Co., and the Vicksburg, Shreveport & Pacific, had 
not justified the reduction except and unless they confined the 
use of the proportional to traffic destined to the southeast. They 
were directed to cancel the schedules, which were to have be 
come effective January 11, without prejudice to their right to 
file new ones limited in the way indicated. 

In that way the Commission disposed of what was generally 
admitted to be a serious row among the carriers, the effect of 
which might have been a general breaking down of rates on 
petroleum and its products. The limitation is in accordance 
to what was proposed by the Louisiana & Arkansas, the prime 
mover in the matter. It filed its tariffs limiting the proposed 
proportional rate to destinations in the southeast. The other 
two filed theirs without any limitation. 

The Shreveport refiners, for a long time, had been complain- 
ing about paying as much for a haul of 172 miles, their distance 
to the Mississippi river, as their competitors in northern and 
central Texas for hauls of 331 and 402 miles, the distance from 
Wichita Falls and San Antonio. The refineries in Shreveport 
and northern and central Texas were grouped. The width of 
that blanket, which the Shreveport refiners never allowed the 
carriers to forget, worried the southwestern lines to such an ex- 
tent that in November, 1921, all except the Louisiana & Arkansas 
agreed to adjust the matter by retaining the proportional of 19 
cents from Shreveport and raising the rate from San Antonio 
and Wichita Falls to 25.5 cents. The Louisiana & Vicksburg 
thereupon took steps to file the suspended schedules. The V. S. 
& P. and the L. R. N. followed that example, without, however, 
limiting the application of the proportional to traffic intended 
for the southeast. The Rock Island, Kansas City Southern, Katy, 
Missouri Pacific, Cotton Belt and Frisco protested and procured 
the suspension of the schedules until May 11. 

At the hearing, the V. S. & P. opposed the reduction on the 
ground that it would force a graduation of the rates from the 
west, with rates from Beaumont, Port Arthur and Houston as 
low probably as the rate from Shreveport. It objected to limit- 
ing the reduced rate to the southeast. The Louisiana Railway 
& Navigation Company, at the hearing, sided with the Louisiana 
& Arkansas, contending the Shreveport refiners were at a dis- 
advantage, as under prevailing conditions there was practically 
no movement from that point, so near the Mississippi river, into 
the southeast. 

No attempt, the Commission said, was made to justify the 
application of the proposed proportional on traffic to central 
freight and trunk line territories, hence the holding of non-justi- 
fication on that point. 


NEW ORLEANS EXPORT SWITCHING 


A messy question of tariff interpretation, in which Com- 
missioner Hall could not agree with Commissioners Aitchison 
and Eastman, his colleagues on division 3, was disposed of in 
that division’s report on No. 11229, Louis Werner Stave Com- 
pany vs. Director-General, as agent, Louisiana Railway & Navi- 
gation Company, opinion No. 7584, 68 I. C. C. 395-400. It held 
the charges on staves for export from New Orleans to Frellsen, 
La., the water front terminal of the L. R. & N., 14 miles above 
New Orleans, which had originated at interstate points, and 
from Frellsen to New Orleans, between January 3, 1918, and 
April 23, 1919, were unreasonable to the extent they exceeded 
3 cents before June 25, 1918, and unreasonable since then to the 
extent they exceeded the rate produced by the application of 
General Order No. 28 and the permission in Ex Parte 74. 

The trouble grew out of the fact that, when the L. R. & N. 
began establishing its water front facilities at Frellsen, there 
was a group rate of 5 cents on staves, applicable from points as 
far north as North Baton Rouge, to New Orleans, which that 
carrier did not wish to apply to traffic from other lines, betweel 
New Orleans and Frellsen, if the traffic was intended for export. 
Without specifically cancelling that rate, it put in a switching 
charge of 1.5 cents, applicable from New Orleans to Frellsen. 
The rate, however, was not made applicable in the reverse di 
rection. The switching rate applied on many items of traffic, 
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to which the 5-cent group rate did not apply. 
50,000-pound minimum on staves, while the group rate required 


Tt called for a 


only 40,000. The switching rate was published in a tariff con- 
taining what might be construed as an alternative rule. The 
Commission said that, while the tariff carrying the switching 
rate did not contain an item specifically cancelling the 5-cent 
group rate, the rule gave notice that the switching tariff might 
contain rates or charges affecting the tariff containing the group 
rate. It added there were no facts of record from which the 
inference might be drawn that the switching rate or the manner 
of its publication unduly preferred the complainant, or that other 
shippers were misled or prejudiced thereby. It said it had fre- 
quently held that a shipper is not required to look beyond the 
face of the tariff, quoting Interstate Remedy Co. vs. American 
Express Co., 16 I. C. C., in support thereof. That observation 
was made by way of answer to the contention of counsel for the 
Director-General that shipments under the 1.5-cent rate, if any, 
were undercharged. It was not certain that that rate was ap- 
plied on any shipment, because the Commission, prior to con- 
sidering that point, had said it appeared that charges on all ship- 
ments were collected at the applicable rates of 5 and 6.5 cents 
—the rates under the group tariff, applicable before and after 
June 25, 1918. 

The complainant asked the Commission to prescribe a switch- 
ing rate of 2.5 cents, between New Orleans and Frellsen; and to 
award reparation to the basis of 1.5 cents, on shipment prior to 
June 25, 1918, and 2 cents thereafter. 

After disposing of the contention of counsel for the Director- 
General, that shipments given the benefit of the 1.5-cent rate, if 
any, were undercharged, the Commission said it appeared that, 
under the agreement releasing the L. R. & N. from federal con- 
trol, the Director-General retained none of the revenues accru- 
ing during control, and would not be affected by an order of 
reparation. 

How the Commission arrived at the conclusion that the rate 
of 1.5 cents was not illegal, and then that 3 cents would have 
been the reasonable rate to have applied to a time prior to its 
power to establish minimum rates, the report does not disclose. 
A witness for the L. R. & N. testified that the switching rate 
was just and reasonable. The carrier promised to establish it 
when the complainant took a lease from the railroad for the use 
of some of the land the railroad acquired at Frellsen, when, in 
1916, it decided to make that its place for conducting import 
and export business. At that time it intended to include Frell- 
sen within the limits of New Orleans’ switching district, and 
to provide free switching from New Orleans on some traffic 
and the lower charge on other. 

On the subject of tariff publication, the Commission’s report 
said the L. R. & N. should have so published its tariffs as to 
show plainly that the switching tariff governed. It added the 
Commission expected the carrier promptly to revise its tariffs 
accordingly. 

The order requires the L. R. & N. to publish a switching 
rate of 5 cents on staves, for export, from Frellsen to New Or- 
leans, and a rate of 5 cents from New Orleans to Frellsen on 
through all-rail shipments from points in other states, not later 
than June 24. 

Commissioner Hall, in his dissent, said the group rate was 
now 8 cents, while the rate ordered by the Commission will be 
5 cents, thereby disrupting the group, which disruption, he said, 
undoubtedly would affect other groups. He said such an order 
was not warranted on the record. A further declaration was that 
the interstate rate, prescribed for the future, will be lower than 
the present intrastate rate and “will result in discrimination 
against intrastate commerce.” 

Publication of the 1.5-cent switching rate, he said, was im- 
material. “A carrier may not thus establish rates,” said he, 
“which would be highly preferential of favored shippers, by the 
simple device of making no reference thereto in tariffs publish- 
ing contemporaneous higher road-haul rates, for the same service, 
and giving no notice to shippers generally that lower rates are 
published by it in another tariff.” 


RATES ON BAR IRON 


_ The Commission has dismissed No. 12425, Fort Wayne Roll- 
ing Mill Corporation vs. Director-General. as agent, Chicago, Mil- 
waukee & St. Paul, et al., opinion No. 7593, 68 I. C. C., 439-43, 
holding that the widely varying rates on bar iron, from Fort 
Wayne, Ind., to destinations in Indiana, Illinois, Wisconsin and 
Missouri, in 1918, 1919 and 1920 were not unreasonable. The 
report also covers No. 12247, Same vs. Director-General, as agent, 
A.T.& S. F,, et al. 

The case grew out of the confusion in rates on iron and 
steel articles resulting, first, from the Commission’s decision in 
the Five Per Cent case authorizing the carriers to increase the 
class rates and the commodity rates applicable to iron and steel 
articles; second, out of the permission given the carriers in 
December, 1917, to cancel commodity rates on bar iron in ques- 
tion and apply the fifth class rates, except on the so-called short- 
haul traffic; third, the failure of the Illinois commission to 
permit the five per cent increase; fourth, the application of Gen- 
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eral Order No. 28, June 25, 1918, and finally the Commission’s 
report in Illinois Classification, 55 I. C. C., 290, 298. In the 
last-mentioned case it held the shippers in Indiana were unduly 
prejudiced by the things the carriers had done in obedience to 
the Illinois commission. It held in that case that the carriers 
might revise their commodity rates on iron and steel manufac- 
tured articles by reverting to the basis in effect prior to October 
26, 1914, and adding to the rates then in effect the 5, 15 and 25 
per cent increases, with such modifications as might be required 
by changed conditions. With regard to other than the manu- 
factured iron and steel articles, it said the record did not war- 
rant a definite finding. The carriers, however, February 29, 
1920, the last day of federal control, adopted the basis laid down 
for manufactured articles on iron and steel, for making rates on 
bar iron, to nearly all the points mentioned in the complaints. 
Fifth class was allowed to remain in effect at the other places. 

The complaints particularly attacked rates on bar iron to 
Sheboygan, Wis., in comparison with rates on the same articles 
to Milwaukee, which in 1914 was a commodity rate of 15.5 and 
is now a commodity rate of 36.5 cents, composed of a commodity 
rate of 19.5 cents to Milwaukee and 17 cents beyond, the 17-cent 
rate covering an additional haul of 52 miles. The Commission 
remarked that the spread between Milwaukee and Sheboygan, 
originally 5 cents, was now 17 cents, “due mainly to the suc- 
cessive percentage increases in the rates and the establishment 
of a lower commodity rate to Milwaukee” without any comment 
upon it other than the statement of fact that the commodity 
rate to Sheboygan was one cent less than the fifth class rate. 


RATE ON CRUDE PETROLEUM 


Reparation has been awarded in No. 12042, Anderson & Gus- 
tafon, Inc., et al. vs. Director-General, as agent, M. K. & T. et 
al., opinion No. 7607, 68 I. C. C. 496-8, on account of unreasonable 
rates on crude petroleum, in tank cars, from Wichita Falls, Tex., 
to Oklahoma City and Cushing, Okla., shipped between September 
8 and 11, 1918, to the basis of the subsequently established rate 
of 22.5 cents. That rate was in effect at the time the shipments 
moved, to Tulsa, Sapulpa and Okmulgee, more distant points. 

The shipments were made before the reduced rate could be 
made effective, but not until after application had been made 
for it, on account of a shortage of crude at the points to which 
it was sent. The Commission, in this case, followed the decision 
it made in Atwood Refining Co. vs. Director-General, 57 I. C. C. 
22, in which it condemned a rate of 32.5 cents from Burkburnett, 
Tex., to Oklahoma City and established a 22.5 cent rate. Rates 
of 37 and 32.5 cents were condemned in this case, the former 
being that charged to Cushing and the latter to Oklahoma City. 


COAL, INDIANA TO OHIO 


An order of reparation on account of unreasonable rates on 
coa) has been made in No. 11988, Fox Paper Co. et al. vs. Di- 
rector-General, as agent, opinion No. 7602, 68 I. C. C. 479-81. 
The Commission said the rate from Seelyville, Ind., to Rialto, O., 
was unreasonable to the extent it exceeded $1.65 and the rate 
from Big Vein, Ind., to Crescentville, O., to the extent it exceed- 
ed $1.70. The shipments from Seelyville to Rialto moved at a 
rate of $2.50, 80 per cent of the sixth class, under an exception to 
Official Classification. The rate from. Big Vein varied from $3 
to $3.50. Some of the shipments were undercharged. The Com- 
mission authorized the waiving of the undercharges. 


COAL RATE DIVISIONS 


The Commission has dismissed No. 12030, Federal Valley 
Railroad Co. vs. Toledo & Ohio Central et al., opinion No. 7608, 
68 I. C. C. 499-504, on a finding, written by Commissioner Camp- 
bell, that the division of joint rates accorded complainant on 
soft coal from mines on its line in Ohio, had not been shown to 
have been or to be unjust, unreasonable, inequitable or other- 
wise unlawful. The stockholders of the Black Diamond Company 
were also the stockholders of the railroad company. The Black 
Diamond Company, the Commission said, was the owner of the 
largest mine on the railroad. 

Chairman McChord, in a dissenting opinion, said the case 
was one calling for the exercise, by the Commission, of the in- 
creased power Congress had conferred upon it to grant relief, to 
a short line, which the Public Utilities Commission of Ohio had 
forced its owners to operate as a common carrier, and which had 
been operating at a deficit. He said the importance, potentially, 
of the line was obvious when it was stated that its rails reach 
coal measures in which lie 200,000,000 tons of commercial coal. 
He said that upon the showing made in the record the road was 
entitled to immediate relief in the form of larger divisions from 
its connections, its only source of revenue being the freight in- 
terchanged with them. 

~ Commissioner Meyer, in a concurring report, took the view 
that the case was one in which the public interest was just the 
reverse of what the chairman had said. He said it seemed im- 
probable that a carrier which had received proportionate share of 
the increases in rates, which performed no passenger service 
and whose only agency station was also served by a trunk line, 
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with no expense for car hire or any of the other forms of expense, 
would be deemed entitled to any relief. 


MIMIMUM FOR CRUDE OIL 


For the first time in its existence of thirty-five years, the 
Commission, in No. 11512, Brundred Brothers, vs. Prarie Pipe 
Line Co. et al., opinion No. 7597, 68 I. C. C. 458-66, has pre- 
scribed a minimum for crude oil transported through pipe lines. 
In an order based on a report written by Commissioner Esch, 
it has directed the Prairie and its connections, the whole con- 
stituting what is popularly known as the Standard Oil pipe line 
system, to establish, not later than July 16, a minimum of 10,000 
barrels as a substitute for a minimum of 100,000. That higher 
minimum the Commission said was unreasonable. The order 
directs the establishment of that minimum on shipments from 
the mid-continent field to Franklin and Lacy Station, Pa., but it 
is assumed the minimum will be used generally, if there is any 
demand for transportation of that kind, so as to avoid unjust 
discrimination and undue preference. 

Commissioner Esch, in his report, abstracted the conten- 
tions of the parties so as to make it of value in the event the 
same question should come up later. He said that experience 
would demonstrate whether such a minimum would effectuate 
the intent of the law “that the pipe lines shall be open to the 
use of all as common carriers, subject only to such reasonable 
regulations as may be necessary to their efficient operation.” 

A question as to the reasonableness of the rates of the 
pipe line, increased some time before the filing of the rate, was 
also involved. The Commission held the defendants had shown 
them to be reasonable, but Mr. Esch said that that finding was 
without prejudice to any conclusion that might be reached upon 
a broader record as to the rates of the defendants generally. 


RATES ON GROUND WORMSEED 


In a report on No. 12572, Standard Chemical Manufacturing 
Co. vs. Director-General, C. & N. W., opinion No. 7598, 68 I. C. C. 
467-70, the Commission has held unreasonable first and double 
first class on L. C. L. shipments of ground wormseed in bags 
and barrels, from Chicago and South Elgin, IIl., to Omaha, be 
tween May 8, 1917, and March 18, 1918, to the extent they ex- 
ceeded third class and awarded reparation. 


EXPRESS DELIVERY AT SPRINGFIELD, MASS. 


The Commission has dismissed No. 12809, East Springfield 
Citizens Club et al. vs. American Railway Express Company, 
opinion No. 7603, 68 I. C. C. 482-4, holding that the failure of the 
express company to include the’ East Springfield section of 
Springfield, Mass., within the limits of the free collection and 
delivery of express shipments from and to that city had not 
been shown to be unjustly discriminatory. 


TEXAS INTRASTATE RATES 


The Trafic World Washington Bureau 


The Commission has vacated and set aside its eleven orders 
and amendments thereto issued by it in No. 11764, intrastate 
rates in Texas, in so far as they pertain to freight rates, the 
orders to be of no effect from and after May 20 (see Traffic 
World, May 6, p. 986). The orders respecting passenger fares 
and the surcharge remain in effect because the railroad com- 
mission of Texas has no power over passenger fares, they hav- 
ing been prescribed by statute. 

This release from the orders of the Commission was brought 
about by the act of the Texas commission rescinding its orders 
that had the effect of prescribing rates for application within 
Texas different from those prescribed by the Commission in 
Ex Parte 74 for interstate traffic under similar conditions, and 
the establishment, by affirmative orders of the Texas commis- 
sion, of the rates which theretofore had been ordered into effect 
by the federal Commission. 

The new rates, under the authority of the state body, will 
become operative May 15, five days before the orders of the 
Commission are vacated and set aside. That the recission of 
the Commission’s orders will restore the state commission to 
power is recognized in the Commission’s order vacating and 
setting aside its own order by a paragraph referring to the 
tariffs which will come into effect May 15, reading as follows: 

And it further appearing, That said increased intrastate rates and 
charges will, if said orders of this Commission be vacated, continue in 
effect as the lawfully established and applicable rates and charges 


unless and until changed by further affirmative order of the com- 
petent authority of said state. 


Coincident with the order restoring to the Texas commis- 
sion power over rates in that state, the Commission denied the 
application of the New Orleans, Texas & Mexico for a rehear- 
ing and modification of the Commission’s order of March 14, 
1921, regarding rates on sugar from Sugarland, Tex., to various 
Texas destinations. In the order of that date the Commission 
held that the action of carriers with regard to rates on sugar 
from points outside of Texas made it unnecessary for it to enter 
into any proceedings against the rates on sugar from the Texas 
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refining point to Texas destination. The New Orleans, Texas 
& Mexico desired that case to be reheard and the order modified. 
It desired to have the intrastate rates on sugar from Sugarland 
held to be unduly prejudicial against interstate commerce (Traf- 
fic World, March 25, p. 635), but the Commission held that the 
action of the carriers in reducing their rates from Colorado, 
New Orleans, and other points outside of Texas had brought 
the Texas intrastate rates, in relation to the interstate rates, to 
such a point that they were not to be condemned on the ground 
that they constituted a discrimination against interstate 
commerce, 


Shreveport Case Orders 


The last vestige of the orders of the Commission in the 
earliest Shreveport cases, were removed from the books of the 
Commission in an order whereby the federal body rescinded 
orders dated February 9 and November 27, 1920, February 21, 
April 8, April 28, May 25, June 13 and October 31, 1921, from 
and after May 20, and discontinued the cases. The cases so 
discontinued were I. and S. No. 710, Eastern Texas Class rates; 
I. and S. No. 729, Class Rates to Shreveport, La.; formal docket 
Nos. 3918 and 8290, Railroad Commission of Louisiana vs. 
Aransas Harbor Terminal et al., and formal docket No. 8418 
Louisiana Public Service Commission vs. Same. 

The rescinded orders in the last mentioned formal docket 
are dated October 31, 1916, January 22, 1918; May 27, 1918; 


April 23, 1920; August 1, 1921; October 11, 1921; October 26, 
1921, and December 12, 1921. 

All the rates, rules and regulations affected by the orders 
in the earlier cases were probably carried forward in tariffs 
filed under the permissions and orders relating to Ex Parte 74, 
and therefore probably wiped out by the first order issued a few 
days earlier. The possibility, however, of non-inclusion, there- 
fore, was destroyed by the later order specifically mentioning 
the latter orders issued under the re-opened older cases so 
that, as now believed, no technical question can be raised about 
the power of the Texas commission to deal with any of the 
rates heretofore held in effect by the orders of the federal body, 
in contravention of orders of the Texas commission. 

Some of the orders in the Shreveport cases were issued 
nearly a decade ago. The earlier ones were set aside by later 
ones. The first really sweeping one, however, was not put out 
until July 7, 1916. That order was amended and modified 
eight times, the latest being December 12, 1921, carrying into 
effect class and commodity rates, carload minima, classification 
ratings and rules in accordance with the tenor of Ex Parte 74. 

The Commission, May 8, put out a memorandum concerning 
the peace that has been made between itself and the Texas 
railroad commission, by the rescinding, by the Texas commission 
and the national body, of the orders relating to the Shreveport 
case, the technical names of which have been lost under the 
general designation of the “Shreveport case.” The Commission, 
in that memorandum, speaks of the peace having been made 
“on Thursday of last week.” The order, however, was not put 


out until the day after the Commission acted. The memorandum 
is as follows: 


On March 7, 1911, more than eleven years ago, the Railroad Com- 
mission of Louisiana filed a complaint with the Interstate Commerce 
Commission alleging that rates for the transportation of freight from 
Shreveport, La., to points in eastern Texas were unreasonable and 
unduly prejudicial as compared with rates on like traffic from com- 
peting points in Texas to destinations in that state. The evidence 
disclosed many such situations and the order of the Interstate Com- 
merce Commission, 23 I. C. C., 31, requiring removal of this undue 
prejudice, was sustained on June 8, 1914, by the Supreme Court in 
Houston & Texas Ry. vs. United States, 234 U. S., 342. 

This order was substantially limited to three railroads. Subse- 
quent complaints of the same complainant on behalf of Shreveport 
broadened the scope of the proceedings so that the Commission's 
orders were extended to include “eastern Texas,’ 34 I. C. C., 472, and, 
later, the entire state of Texas and all interstate carriers by railroad 
operating therein, 41 I. C. C., 83; 48 I. C. C., 312. All freight traffic 
moving upon class rates and much of that carried on commodity rates 
was affected. 

The purpose of the orders was to remove and prevent the undue 
prejudice to which Shreveport, its shippers, and interstate commerce, 
were subjected by interstate carriers through the maintenance of @ 
system of rates within the state of Texas which unduly preferred 
localities in Texas, their shippers, and intrastate commerce. 
result of the orders, as modified from time to time, in the light of 
additional evidence, to take care of changed conditions, was that 4 
large part of the intrastate traffic in Texas has, since November 1, 
1916, moved on rates corresponding to the interstate rates found rea- 
sonable by the federal tribunal. f 

Following the recent decision of the Supreme Court of the United 
States in the Wisconsin case the Texas commission on April 26, 1922, 
made an order prescribing intrastate rates for use within the state 
of Texas on the basis now in effect under previous orders of the 
Interstate Commerce Commission. The interstate and intrastate rates 
were thus brought into harmony by the action of both commissions, 
and it was no longer necessary to restrain the Texas carriers by 
exercise of the federal authority in respect of these intrastate rates. 
The Interstate Commerce Commission accordingly vacated on Thurs- 
day of last week its outstanding orders in the Shreveport case, an 
discontinued the proceeding with the consent of all parties. This 
closes a case, the first of its kind, in which the Supreme Court held that 
in regulating the rates of interstate carriers by railroad where their 
interstate and intrastate operations are so interwoven that the control 
over the one necessarily involves control of the other, it is the nation 
and not the state which is supreme within the national field. 

Under the present interstate commerce act provision is made for 
co-operation between the federal and state authorities. Steps are 
being taken to minimize, if not eliminate, the occasions for conflict 


— state and interstate rates, and gratifying progress has been 
made. 
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RATES ON STEEL RAILS AND BARS 


Examiner Howard Hosmer has recommended -the dismissal 
of No. 18054, Hyman-Michaels Company et al. vs. Director-Gen- 
eral, aS agent, on a finding that rates on steel rails and bars, 
in carloads, during federal control, from Scott City, Kan., to 
St. Louis, Chicago, Granite City, Irondale, Indiana Harbor, East 
Chicago, Jersey City, and New York, were not unreasonable or 
otherwise unlawful. In substance, the complaint was directed 
against the rates from Scott City to St. Louis and Chicago. No 
attack was made on the factors of the combination applicable 
on the shipments to Jersey City and New York, which went on 
to China, for use in the Peking Suiyuan line of the Chinese gov- 
ernment railroads. The rates to the other places named in the 
complaint were either the St. Louis or Chicago rates. The com- 
plaint against them was caused by the fact that, although the 
Railroad Administration had reduced the eastbound rates in 
anticipation of the abandonment of the Colorado, Kansas & 
Oklahoma, they were higher than the ones in the reverse di- 
rection. 

The Commission said that, while such a situation required 
an explanation, the mere fact that it existed did not condemn it. 
In this instance, the explanation was that the westbound move- 
ment was much heavier than the eastbound. The complainant 
contended that, inasmuch as the lower westbound rates were 
made for the benefit of the railroad that was being abandoned, 
the westbound movement could not have been heavier than the 
prospective eastbound movement, which contemplated the taking 
from Scott City all the steel that had been carried to it. The 
Santa Fe, however, showed that, in 1920, the movement of steel 
rails and fastenings into Colorado was 91 cars, while only five 
moved eastward, some from Colorado and some from Kansas. 


CLASS RATES FROM SOUTH DAKOTA 


Examiner Henry C. Keene has recommended the dismissal of 
No. 12026, Board of Railroad Commissioners of the State of South 
Dakota vs. Ahnapee & Western et al. on a holding that the class 
rates between points in western South Dakota and destinations 
in Illinois, Iowa, Minnesota, Missouri, Nebraska, Kansas and 
Wisconsin had not been shown to be unreasonable or otherwise 
unlawful. The South Dakota commission alleged the rates were 
unduly preferential to stations in North Dakota, Colorado, Ne- 
braska and Kansas; and that in some instances the through 
rates were in excess of the aggregate of the intermediates. 

The complainant sought the application to points west of the 
Missouri River in South Dakota, the scale of class rates now 
applicable in Nebraska and prescribed by the Commission in the 
Missouri River-Nebraska Cases, 40 I. C. C. 201. The principal 
defendants were the Milwaukee, the North Western and the 
Burlington. They maintain higher rates west of the Missouri 
than east thereof on the ground that the sparcity of population 
and hard operating conditions require a higher level of rates 
there than in Nebraska, or in South Dakota east of the Missouri. 


RATES ON WOOL AND MOHAIR 


_In a tentative report on No. 13318, Boston Wool Trade As- 
sociation vs. Director-General, as agent, Examiner H. J. Wag- 
her advised the Commission to construe St. Louis So. & San 
Francisco tariffs I. C. C. Nos. 6484 and 7290, so as to make the 
rates named therein applicable to wool and mohair in the 
grease, in sacks or in bales, carloads, originating at points west 
of the west bank of the Missouri River, to Boston, moving dur- 
ing federal control prior to May 4, 1920. He also recommended 
that it order the charges adjusted in accordance with the con- 
struction he said should be placed upon the tariffs mentioned. 

The question was whether the tariffs mentioned, or Cam- 
eron’s I. C. C. Nos. D-92 and D-111 were applicable. The Direc- 
tor-General contended that the Cameron tariffs naming rates 
of 56 and 62 cents prior to June 25, 1918 and 70 and 77.5 cents 
thereafter were the proper ones to apply. The St.Louis So. & 
San Francisco rates were 42 and 47 cents prior to June 25, 1918 
and 52.5 and 59 cents thereafter. The Director-General collected 
higher rates on the ground that the St. Louis So. & San Fran- 
Cisco tariffs were intended to apply only to rail-water-and-rail 
movements from New York, Philadelphia, Baltimore and Bos- 
ton into the interior. 

Cameron’s witness, the examiner said, admitted there were 
a restrictions in the St. Louis So. & San Francisco 

riffs. 

Some of the shipments were routed specifically over the 
Toutes set forth in the Frisco tariffs; others in such a way as 
to require the use of the Frisco route and some unrouted. 
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Some were routed Frisco by way of Chicago but the examiner 
said the Frisco tariffs did not offer routes via Chicago. 


CAPACITY LOADING OF LUMBER 


An order of dismissal has been advised by Examiner Bron: 
son Jewell, in a report on No. 12246, Brooks-Scanlon Lumber 
Co. et al. vs. Director-General, as agent, Ann Arbor et al., on 
a holding that the Commission’s decision in Lumber Carload 
Minima, 68 I. C. C. 98, affords the relief sought by the com- 
plainants, with respect to a reasonable and definite rule for 
determining carload minima on lumber, from Bend, Ore. The 
complainants asked the Commission to prescribe a rule which 
would enable them to determine when a car was “loaded to full 
visible capacity” and require the carriers to inspect their load- 
ings to determine whether they were or were not loaded to 
full visible capacity in accordance with that rule. They also 
asked for reparation. The examiner said the request for an 
inspector and for reparation should be denied. 


STORAGE CHARGES ON OATMEAL 


Examiner H. J. Wagner has recommended the dismissal of 
No. 12978, Quaker Oats Co. vs. Director-General, Canadian Na- 
tional Railways et al., on a holding that storage charges assessed 
for the detention at Jersey City of a carload of oatmeal had 
lawfully accrued. They amounted to $1,008, the car having been 
received February 28, 1918, but not delivered until August 5. 
The Quaker Oats Company claimed it never received notice of 
arrival of the car from Neepawa, Canada, but the Erie showed a 
messenger’s receipt book showing a stamp of the Quaker Oats 
Co. opposite the number of the car, followed by what the ex- 
aminer called three undecipherable initials. 


IMPORTED BREWERS’ RICE 


Dismissal of No. 12802, A. B. Haslacher and F. G. E. Lange, 
doing business as California Grain Co., vs. Director-General, as 
agent, has been recommended by Examiner Henry C. Keene 
on a holding that the rate on imported brewers’ rice, from Seat- 
tle and Tacoma, to Sioux City, Ia., in August and September, 1918, 
was not unreasonable. 


RATING ON SUDAN SEED 


Examiner John A. McQuillan in a report on No. 12949, Men- 
gelsdorf Seed Co. vs. Chicago, Burlington & Quincy et al., has 
recommended the condemnation of unreasonableness for the 
third class rating, in Southern and Western Classification terri- 
tories, on less than carload shipments of sudan seed, the seed 
of a grass resembling other sorghums or canes, and the substi- 
tution in lieu thereof of a fourth class rating. The report also 
covers sub. No. 1 of the same complaint, Same vs. Aberdeen & 
Rockfish et al. 


RATES ON CONDENSED MILK, ETC. 


Examiners John B. Keeler and I. L. Koch, in a report on 
No. -13105, Armour & Company vs. Director-General, as agent, 
have. recommended a finding that rates on canned, condensed, 
and evaporated milk, in carloads, from Bloomer, Wis., to points 
in official classification territory and Des Moines, between Feb- 
ruary 1, 1918, and June 1, 1919, were unreasonable (1) to trunk 
line territory to the extent that they exceeded the rates con- 
temporaneously applicable on canned vegetables, carloads, from 
Chetek and Rice Lace to the same destinations, and (2) to cen- 
tral territory and Des Moines to the extent that they exceeded 
the rates contemporaneously applicable on canned goods, car- 
loads, from Chetek and Rice Lake to the same destinations. 


RATES ON MANGANESE ORE, 


A holding of unreasonableness and an award of reparation 
have been recommended by Examiner I. L. Koch in a report on 
No. 13113, Donner Steel Co., Inc., vs. Director-General, as agent, 
as to rates on manganese ore, from East Boston, Mass., Wee- 
hawken, N. J., Philadelphia, Baltimore to North Tonawanda, 
N. Y. He said the Commission should hold the rates, applied 
between June 25 and December, 1918, unreasonable to the ex- 
tent they exceeded $3.75 per long ton. 


FAILURE TO FOLLOW DIVERSION INSTRUCTIONS 


A holding that the complainant was damaged and entitled to 
reparation on account of the failure of the Director-General 
promptly to comply with diversion instructions, has been recom- 
mended by Examiner Henry C. Keene, in a report on No. 12954, 
the State Highway Department of Texas vs. Director-General, C. 
& N. W. et al. The complaining department averred the first 
class rating and rates on seven carload shipments of motor chas- 
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sis, set up, from Chicago to Austin, Tex., in February, 1920, 
diverted to Amarillo, were unreasonable and unduly prejudicial to 
the extent they exceeded second. The traffic consisted of road- 
making material distributed among the states by the Secretary 
of War. At the hearing the allegation of unreasonableness, based 
upon the fact that the rating was changed to second class soon 
after the shipments moved, was abandoned. The Director-Gen- 
eral, according to the report, made no effort to effect diversion 
in compliance with complete instructions received before the cars 
left Des Moines or Kansas City, the points where the diversion 
should have been made. The .examiner also said the Director- 
General made no effort to defend the dereliction. 


RATES ON MILL WASTE 


Examiner H. J. Wagner has recommended a finding of undue 
prejudice and an order directing its removal in a report on No. 
13408, Atwood-Crawford Company, Inc., vs. Maine Central et al., 
as to rates on mill waste, in carloads, from points in New Hamp- 
shire on the Boston & Maine, to Pawtucket and Darlington, R. I. 
He said the Commission should hold rates on mill waste the same 
as rates on lumber, between the points mentioned, in comparison 
with rates on mill waste lower than rates on lumber on other 


parts of the Boston & Maine, constituted undue prejudice which 
should be removed. 





RATE ON CANNED FRUIT 


Assistant Chief Examiner Ulysses Butler, in a report on 
No. 12377, Williamson Halsell Frazier Company vs. Director- 
General, as agent, has recommended a holding of unreasonable- 
ness and an award of reparation on shipments of canned fruit, 
carloads, from Canon City, Colo., to Oklahoma, City, in October, 
1919. He said the rate should be held unreasonable to the 


extent it exceeded 69 cents, and that reparation should be made 
to that basis. 


RATES ON MILLWORK TO EL PASO 


Examiner Burton Fuller, in a report on No. 11824, Farley 
& Loetscher Manufacturing Co. et al. vs. Director-General, A. T. 
& S. F. et al., has recommended affirmance, on rehearing, of 
the findings in the original report, 62 I. C. C. 721, with respect 
to rates on sash, doors, door and window screens, and other 
millwork, from Dubuque, Clinton and Muscatine, Ta., to El Paso 
and grouped points. Fuller said the Commission should hold 
the rates unreasonable, for the future, and unduly preferential 
of competitors on the Pacific coast, to the extent they may ex- 


ceed 69 cents from Dubuque and Clinton, and 66 cents from 
Muscatine. 





RATE ON GRAVEL TO DETROIT 


Reparation on account of unreasonable charges on 185 car- 
loads of unwashed bank gravel, of 15 cents per 100 pounds, from 
Kelly’s Pit, near Grand Rapids, to Detroit, during federal con- 
trol, has been recommended by Examiner Howard O. Faul, in 
a report on No. 12186, General Motors Corporation vs. Director- 
General, as agent. The shipments moved in November, 1919. 
Because of a car shortage on the Pere Marquette, the shipper 
routed the gravel over the New York Central. The latter col- 
lected the sixth class rate of 15 cents and contended that. in- 
asmuch as it was a sporadic movement, that was reasonable. 
The examiner said the Commission should hold the charges 
unreasonable to the extent they exceeded those which would 
have accrued at a rate of $1.80 per ton. 


GROUND STORAGE OF STEEL 


Examiner J. Edgar Smith has recommended the dismissal 
of No. 13115, International Steel Company vs. Pennsylvania, on 
a holding that the rules governing demurrage and ground stor- 
age at Philadelphia, on export shipments subsequently diverted 
to domestic use, in May and June, 1920, during the strike of 
longshoremen, and the uncalled and unrecognized strike of the 
switchmen, were not unreasonable. The question was as to 
whether it was reasonable for the carrier to charge demurrage 
rates on carloads of steel which it had unloaded, in the exericse 
of its option to release its equipment, when nothing more than 
ground storage was furnished. The examiner said that the re- 
quirement in the rule, that ground storage rules would be ap- 
plied only when the shipper applied for the unloading of the 
cars, was put in so as to avoid the possibility of favoritism and 
was not unreasonable. The complainant had not asked for 


— storage, hence the application of the car demurrage 
rules. 





RATES ON OIL OF COAL TAR. 


A recommendation that the Commission find unreasonable 
the rates on oil of coal tar, and award reparation, has been 
made by Examiner I. L. Koch, in a report on No. 13137, Semet- 
Solvay Company vs. Director-General, as agent. He said the 
Commission should hold the charges on the commodity men- 
tioned, also known as light oil, a product of the destructive 
distillation of coal, in tank car loads, from Portsmouth and Iron: 
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ton, O., to Solvay, N. Y., were not unreasonable on and after 
June 1, 1918, but unreasonable prior to that date to the extent 
they exceeded those which would have accrued at actual weight. 
Charges were assessed at an estimated weight of 8.5 pounds per 
gallon. The shipper inserted actual weight in the bills of lad- 
ing. They were substantially less, the examiner said, than the 
estimated weights. 


RATES ON FOUNDRY SAND. 


In a tentative report on No. 13059, American Radiator Com- 
pany vs. Director-General, as agent, Examiner Howard Hosmer 
has recommended a finding that the rates on burnt foundry sand 
from Springfield, O., to St. Bernard and Lockland, O., during 
federal control were unreasonable to the extent they exceeded 
70 cents a net ton prior to June 25, 1918, and 90 cents per ton 
thereafter and that reparation should be made to that basis. 





EXPRESS CHARGES ON GRAPES 


An order of dismissal should be entered, said Attorney-Ex- 
aminer Charles F. Gerry, in a report on No. 13242, D. Kellerman 
vs. Director-General, as agent, on a holding that charges on an 
express shipment of malaga grapes from Holtville, Calif., to 
Pittsburgh, thence reconsigned to Buffalo, were legally applica- 
ble and not in violation of the interstate commerce act, as al- 
leged. The shipment, unrouted, moved in August, 1918. The 
express company collected $1,225.98 and war tax, Gerry figured 
the charges at $17.06 more than was collected and said the 
shipment was undercharged. The question was as to whether 
the express company should have charged anything for the 
haul from Pittsburgh to Buffalo because the rate to both places 
from Holtville was the same and the express tariffs provide 
that a shipper may route his shipments by way of established 
routes and transfer points as he may desire. Gerry said the 
Commission should hold there was no established route from 
Holtville via Pittsburgh and that therefore the additional rate 
from Pittsburgh to Buffalo was properly imposed. 


CLASS RATE ON BRICK 


Attorney-Examiner Charles F. Gerry has recommended the 
dismissal of No. 13252, St. Clair Brick Co. vs. Director-General, 
Grand Trunk Western et al., on a holding that the class rate 
charged on brick, in carloads, in 1919, from St. Clair, Mich., to 
Detroit, had not been shown to have been unreasonable. The 
sixth class rate, equivalent to $2.30 per ton was applied, on 
shipments between June 11 and August 2, 1919. The desire of 
the complainant was to obtain reparation to the basis of a rate 
of $1.60 per ton which became effective on the last mentioned 
date. 


RATE ON MAGNESIUM CHLORIDE 


Examiner J. Edgar Smith has recommended the dismissal 
of No. 13146, Salt Lake Chemical Company vs. Director-General, 
as agent, and Chicago & Eastern Illinois, on a holding that 
the rates charged on magnesium chloride, in tank cars, from 
Burmester, Utah, to Chicago, in January and February, 1920, 
were not unreasonable or unjustly discriminatory. 


RATES ON SALTED MEATS 


A holding of unreasonableness and an award of reparation 
have been recommended by Examiner John B. Keeler, in a 
report on No. 13201, Wilson & Company, Inc., vs. Director-Gen- 
eral, as agent, as to rates on fresh and dry salted meats, in 
straight or mixed carloads, from Faribault, Minn., to Rockford, 
Ill., and on dry salted meats, in carloads, from Faribault to 
Chicago, locally, and as a component in combination rates to 
points beyond, in Official Classification territory. He said the 
Commission should find that the rates assailed were unreason- 
able to the extent that they exceeded 22.5 cents on fresh meats 
and 20 cents on dry salted meats, in straight or mixed carloads, 
from Faribault to Rockford, and 20 cents on dry salted meats, 
carloads, from Faribault to Chicago; and that the through com- 
bination rates on dry salted meats, carloads, from Faribault 
to points beyond Chicago in Official Classification territory were 
unreasonable to the extent that the factor from Faribault to 
Chicago exceeded 20 cents. 


SWITCHING CHARGE AT TERRE HAUTE 


In a report on No. 12908, Terre Houte, Indianapolis & East- 
ern Traction Co. et al. vs. Director-General, as agent, Examiner 
John A. McQuillan has recommended a holding that the collec 
tion of switching charges on interstate carload traffic at Terre 
Haute between October 24, 1917, and May 29, 1918, was illegal 
because the tariffs provided for the absorption of switching 
charges. He said the Commission should hold the charges col- 
lected for switching intrastate carload traffic at Terre Haute, 
during federal control, were not unreasonable or otherwise ul- 
lawful. The distinction grew out of the fact that the charges 02 
intrastate traffic were made in accordance with rates exacted 
by the receiver of the traction company on tariffs which the 
Indiana commission had rejected. They were for $4 and $5 per 
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car. Such rates, the examiner thinks, the Commission should 
hold were not unreasonable, the law giving the Commission no 
duty, the examiner said, other than to determine the reasonable- 
ness of intrastate rates during federal control. 


RATES ON NICKEL MATTE 


In a report on No. 12885, United States Nickel Co. vs. Di- 
rector-General, as agent, and Raritan River Railroad Co., Exam- 
iner Richard T. Eddy has recommended a holding of unreason- 
ableness as to rates on nickel matte from San Francisco and 
Oakland, Cal., to New Brunswick, N. J., but that reparation 
should be denied because the complainant was not the party in 
interest. He said the Commission should waive the collection 
of undercharges. He said the rate of $2.40 on imported matte 
should be held unreasonable to the extent it exceeded $1. Eddy 
said the record showed the freight charges were actually borne 
by Usines de Nickel de la Netha, a French corporation affiliated 
with the complainant, but a stranger to this record. 


RATE ON STEEL BARS 


Examiner R. L. Shanafelt has recommended the dismissal 
of No. 13087, C. A. Libbey Co. vs. Director-General, as agent, 
Hocking Valley et al., on a holding that a joint rate of 39 cents 
charged on a carload of steel bars from Marion, O., to Oshkosh, 
Wis., in February, 1919, was not unreasonable or otherwise un- 
lawful. The complainant contended for the application of a 
lower combination of 36 cents. The examiner said the rate in 
contravention of the fourth section was protected by an appro- 
priate application and had not been shown to have been un- 
reasonable. 


FOREIGN TRADE CONVENTION 


“It may be safely assumed that the agriculturalists and the 
manufacturers and middlemen, even though situated deep in 
the country, have come to realize that their prosperity is as 
as closely linked with the success of the American merchant 
marine as is that of the most active ship operator in any of 
the ports of the country,” said W. J. Conlen, of Conlen, Brinton 
& Acker, Philadelphia, at the third general session of the 
National Foreign Trade Convention, in Philadelphia, May 11. 
A subsidy along the lines suggested by President Harding, and 
the abolition of the Shipping Board, would, he said, do more 
than any other measures to build up the merchant marine. He 
said: 


The necessary war activities in American ship-building and 
operation resulted in the creation of such confusing factors as to 
confound the most expert. We have an over-production of certain 
types of vessels and a plethora of usable tonnage in an unprece- 
dented stagnant condition of the world’s trade. The consequence 
is that the question of how to achieve a well-balanced merchant 
marine under efficient American management in the present aspect 
of affairs, almost appears to be an incommensurable problem. 

The Shipping Board was created as an advisory and regula- 
tory body, but it had hardly begun to function before it was called 
upon, through its allied Fleet Corporation, to become an owning 
and operating body. 

In its advisory capacity the board finds great embarrassment 
in the need for keeping ever in view the fact of its ownership 
and the facts of its operating activities. The embarrassment is 
greatest when the board views the effect of its proposals as to 
the future upon its own operation and ownership. 

_ The board is called upon for constructive, far-reaching ad- 
visory proposals to Congress, and at the same time it is under 
the command of Congress to dispose, on the best terms possible, 
of a vast quantity of tonnage, to a people anxiously awaiting the 
crystallization by Congress of the advisory plans of the board 
before they become purchasers and owners. 


_ The board cannot strip itself of its problem of present owner- 
ship and operation and deal only with the problem of future 
Ownership and operation by American citizens. The mental 
equilibrium of the advisers of the board, and of the board itself, 
must needs be deeply disturbed by the conflicting character of its 
dual situation. 

. . With such a quantity of tonnage on hand that a considered 
Judgment forces the conclusion that the whole may not be dis- 
Posed of in America on any terms which will not defeat the 
ultimate object which the President has in view, the board is 
nevertheless called upon to dispose of this tonnage while it is 
engaged in formulating the ways and means of putting American 
shipping once and for all upon a sound working basis. 

__,in the very midst of formulating its plans for the future, it 
finds itself with a plan on hand for immediate action, calculated 
to destroy its own constructive ideas. 

t is no wonder that serious consideration is given to the 
thought that perhaps the best solution of all the problems would 
be the complete abolishment of the board. 

We have no need in America of a supervisory bureau for the 
trade of private merchants. 

,, We have no need of a body with extensive regulatory powers 
poor will settle into mere routine and fetter shipping with red 


delanPPing activities will not permit of procrastination and 
ti It is certain that general assent is now given to the proposi- 
‘on that the sooner the board and its allied corporation cease to 
unction as owners and operators, the quicker will the results 
how sought to be obtained manifest themselves. 
, he period of blind opportunism and muddled procedure is 
—-. THe time for a policy of clearly defined outlines has 
Ted, Pi 
‘, Perhaps, if co-incident with laying before Congress the plans 
eM future of American shipping, incorporated in the so-called 
th sidy bill, recently introduced in both the House and the Senate, 
ere had been presented a plan for the immediate sale on the 
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market, without reserve, of every efficient boat owned by the 
Emergency Fleet Corporation, and the immediate scrapping of 
such boats as are unfit for sale, the whole vexing problem would 
be fully presented and the effect of the constructive legislation 
now under consideration could be made more certain by the action 
taken on the question of ownership and operation. 

As the case now stands, whatever the action of Congress on 
the pending legislation, its efficiency cannot help but be affected 
by the subsequent action of the board with regard to the manner 
and extent of the sale of its fleet, and its operation pending such 


sale, 
Wants Railroad-Owned Ship Lines 

At one time the American ship owner, in co-operation with the 
American railroad executive, of vision and enterprise, bid fair to 
control the major portion of the shipping on the Pacific, but vision 
and enterprise could not prevail against inhibitory laws and regu- 
lations, and despite the most favorable beginnings, the oppor- 
tunity offered by the shipping situation on the Pacific was lost to 
America. : 

It is, therefore, high time that such railroads as are so sit- 
uated as to avail of the privilege should be accorded the right to 
own and operate steamship lines in the foreign trade, and our 
coastwise trade and ideas with regard to trans-continental traffic 
need not be disturbed. 

Greater co-ordination between the railroads and American 
steamship lines should be encouraged. In the past it has too 
frequently been the fact that such co-ordination existed only with 
foreign lines. Our views with regard to American railroads 
should not terminate with the roads themselves at tidewater, but 
should follow the course of commerce of which they are but a 
link, to the end that American commerce in American bottoms 
should stretch beyond the seas. 

The laws now in force of permitting preferential rates, as pro- 
vided by Section 28 of the Jones act, should be allowed to operate, 
so that every legitimate possible preference to American shipping 
be made to obtain. 


4 


Railroad Facilities Called Inadequate 


W. H. Stevenson, member of the Lake Erie and Ohio River 
Canal Board of Pennsylvania, spoke, at the same session, on 
“The Dependence of Our Foreign Trade on the Improvement 
of Our Internal Waterways.” He declared that the period of 
prosperity just about to begin would be curtailed and end in 
another “temporary general business depression,” unless im- 


mediate steps were taken to increase transportation facilities. 
He said: 


With the industries and farms producing as never before the 
railroads will be called upon to carry the greatest traffic in their 
history, and they will be utterly unable to properly and expediti- 
ously handle it. Leading railroad men admit that the roads are in 
avery bad condition. The‘lowest estimate of the money required 
to put the railroads in the best possible condition is $6,000,000,000 
and the highest $15,000,000,000, the mean being $10,000,000,000. 
This sum it is admitted the railroads cannot secure. If they had 
it today it would require six to ten years to make the necessary 
improvements, at the end of which time the increased business 
would require large further improvements. 

The railroads thus being unable to adequately supply the 
cheap and prompt transportation from the interior to the coasts - 
so requisite for the securing of our proper share of the foreign 
trade, to what other agency must we look? The one great and 
feasible means of relieving our transportation facilities is by 
properly improving our rivers and harbors and building neces- 
sary canals, a policy which France, Germany and other European 
war-burdened nations are steadily pursuing. Now it is possible 
to provide with the next five years a complete connected system 
of internal waterways covering the whole nation for the small 
expenditure of $100,000,000 a year. 

Such a system would carry 500,000,000 tons of freight annually 
at a saving of at least $350,000,000 in direct freight charges alone. 
But it would also save the people many billions of dollars, for it 
would keep our farms and factories busy and would supply their 
products much cheaper to all our people. 


The one great vital connecting link in this nation-wide sys- 
tem of waterways is the Lake Erie and Ohio River Canal. This 
will connect the Ohio River with Lake Erie. 

The canal with double locks will have a capacity of at least 
76,000,000 tons annually. Great industries of the district have 
already specifically promised it 50,000,000 tons of traffic, five times 
the traffic on the Panama Canal, and the smaller ones will supply 
an equal amount. The canal will traverse the greatest tonnage 
district in the world, through which there has been moved about 
400,000,000 tons in one year. Every ten years the traffic has 
doubled. So you can see the vast possibilities of this waterway, 
the bulk of the traffic on which will be iron ore coming south and 
coal going north. Of both these materials there are supplies to 
last four hundred years. 


Advocates Adoption of Hague Rules 


As chairman of the bill of lading committee of the Inter- 
national Chamber of Commerce, C. S. Haight made a plea for 
the adoption of the Hague rules by American foreign shipping 
interests. He said the only interests in this country opposing 
the rules were the packers and some bulk shippers who op- 
posed the provision requiring proof of amount of actual cargo 
loaded, which clause, he said, was a “most fair’ one. He said: 


Every nation in the world has a different law governing ocean 
earriers. So far as I know, there are no two countries in which 
the law is the same. And, then, just consider the bill of lading 
issued by any one of our regular steamship lines. It is so long 
that it would take an hour or two to read it; it is printed in type 
so fine as to be almost illegible; and it is so complicated as to be 
entirely beyond the comprehension of a layman. And we do not 
have merely one form of this kind to deal with, but many forms. 
Every steamship company has its own form, while some companies 
have had, in the past, six or eight different forms. And, to add 
to the confusion, all of these forms have been subject to change, 
overnight, and without notice. The result of all this has been 
that bills of lading have not been understood by shippers, nor 
even read by them, until a loss has occurred and then they have 
discovered that, in practically every case, they had no right of 
recovery. This has caused constant controversy between shippers 
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and carriers, with the inevitable accompaniment of friction and 
litigation. 

An international code is needed because, so long as the law 
remains different in every country, you cannot standardize your 
forms, nor correct the evils which exist, today. Even where 
changes are admittedly needed, no one nation will act alone, if, by 
so doing, its own shipowners will be placed at a disadvantage. 
As in our disarmament conference, all must act together, or no 
one will act at all. 

In the United States, similar opposition to the rules has been 
lead by the Chicago packers. They, too, want drastic legislation 
and have been advocating the passage of the McKellar bill, which 
would make the carriers responsible up to the market value of 
every package shipped and would deny him exemption even for 
errors in navigation or in the management of the ship. The 
packers are not interested in any trade but their own, and 
frankly say so, and see no advantage to them in a system which 
means worldwide uniformity. The McKellar bill never can be 
passed and, if it could be, would cause the shippers no end of 
trouble and expense. Just as soon as carriers are made respon- 
sible, up to the market value of each package, the freight rate 
on every package will be determined chiefly by its value and not 
by its size or weight. 

The other opponents of the rules are the shippers of bulk 
cargoes, who oppose them because of the provision that, where a 
shipper of bulk cargo claims for shortage, he must prove the 
amount of cargo actually loaded. This provision seems to me and 
to most people to be a fair one. 


Marine insurance was under discussion at both the morning 
and afternoon sessions, May 11, the speakers being C. R. Page, 
Fireman’s Fund Insurance Company, New York, “Marine In- 
surance—Factors in Rate Fixing;” and W. H. La Boyteaux, 
Johnson & Higgins, New York, “Vital Points in Marine Insur- 
nce Policies.” 


SHIP SUBSIDY LEGISLATION 


The Trafic World Washington Bureau 


President Harding entertained at dinner the evening of 
May 9 the Republican members of the congressional joint ship 
subsidy committee and Albert D. Lasker, chairman of the United 
States Shipping Board. 

The general situation with regard to the subsidy bill was 
gone over and a decision was reached to speed up the hearings 
and conclude them as soon as possible and then have the re- 
ported measure taken up in the House for action. 

President Harding is said to be especially desirous of seeing 
the ship subsidy bill put through at the present session. 

The hope was expressed that the hearings might be con- 
cluded this week, but the outlook is that the hearings will run 
well into next week. 

The hearings would have been concluded long since had not 
Representatives Davis, Hardy and Briggs engaged in detailed 
examination of practically every witness who has appeared. The 
committee, while controlled by a Republican majority, can not 
very well shut off the questioning of the Democratic members 
so that any plan for closing the hearings is dependent on the 
time taken by the Democrats for the purpose of cross-examina- 
tion. 

The I. W. W..s are seeking members among American sea- 
men, Andrew Furuseth, president of the International Seamen’s 
Union of America, declared before the joint ship subsidy 
committee, 


“It is a very serious situation,” said he. “Their literature 
is flooding our vessels in every port. How their agents get 
aboard we do not know. Some of them even try to join our 
union, but whenever we find them out we expel them. They are 
destroying the personnel because they tell the men that because 
they work on the ships they ought to own the ship and run the 
ship. It is a very serious menace to the American merchant 
marine.” 


Demand by Representatives Hardy and Davis, of the joint 
committee holding hearings on the ship subsidy bill, that W. J. 
Love, vice-president of the Emergency Fleet Corporation in 
charge of traffic, submit figures showing the profits or losses 
on the operation of Shipping Board vessels under the managing 
agents’ agreement, by voyages, will be passed on by the Shipping 
Board. 

Mr. Love appeared before the committee May 8 for cross- 
examination. Representative Davis asked for the net loss on 
each service maintained by the board, the total losses for all 
services having been submitted heretofore. Mr. Love said 
Chairman Lasker had said that such information would be sub- 
mitted confidentially for the information of the committee, but 
not for the record, where it would become available to the 
general public and foreign competitors of the Shipping Board 
lines. 


Representative Chindblom interjected that it seemed to 
him that the hearing was not proceeding as it should, and 
Chairman Greene asserted he thought the hearing was going 
“pretty wide of the mark.” 

“I can’t see that we are getting anywhere,” said Repre- 
sentative White. 

“We want to know where the leak is—what companies are 
making money and those that are not,” said Representative 
Hardy. 

Mr. White believed the informtion sought by the Demo- 
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cratic representatives would be of great value to foreign com- 
petitors. 

Commissioner Lissner, who is representing the board at the 
hearings, said the requests of Representative Davis and Hardy 
would be submitted to the board and a reply given as to 
whether or not the information would be furnished for the 
record. 

Benjamin C. Marsh, managing director of the Farmers’ Na- 
tional Council, appeared in opposition to the subsidy bill. He 
said in part: 

The Jones-Greene ship subsidy bill is contrary to sound public 
policy, because whatever may be the theories as to subsidy, the 
subsidy without adequate government control, and this bill does not 
provide adequate government control, is not a real subsidy, but 
government licensing of the financiers to rob the American public. 
The Jones-Greene bill creates an ocean-going pork barrel. It dis- 
criminates against the farmers and in favor of the ocean grey-hounds 
for the rich, and for Standard oil, steel corporation and packer’s fast 
freighters. It permits financial speculators in ships, and big business 
interests, to escape income taxes, and vests the U. S. Shipping Board, 
an organization utterly and thoroughly discredited with the American 
public, with power to tax American citizens for the benefit of 
America’s financiers. The bill is deceitful in that it pretends to put 
the government out of the shipping business, while in point of fact 
it keeps it in the shipping business indefinitely, holding the dough- 
bag for the big financiers, and financial interests generally, which 
the common people out of their poverty and destitution are being 
continuously taxed to replenish. : ' 

Our government must retain ownership of the ships which we 
have built with the taxpayers’ money, and lease them on a bare 
boat basis at, say $6 per ton per year, using the income therefrom 
to construct new ships. These two committees had a bound duty 
to see that thieves who robbed the government of hundreds of 
millions of dollars under the operations of the U. S. Shipping Board 
and the Emergency Fleet Corporation were forced to make restitu- 
tion. The President has declined to exercise his constitutional duty 
in this matter. There must be provision to divide the ocean-going 
traffic, and some arrangement as to equitable ocean freight rates, 
as suggested long ago by the late Hon. David S. Lubin. Honest advo- 
cates of a ship subsidy would have suggested a direct subsidy to the 
seamen, but of course this bill was largely drafted by the financial 
grabbers of New York City and other financial centers. 

This committee should demand to know what the salaries are of 
the presidents and other officers of companies seeking ship subsidies, 
and what their profits are; also, it will be interesting to know what 
use the U. S. Shipping Board is making of its large advertising fund. 

Mr. J. R. Howard, president of the American Farm Bureau Fed- 
eration, is reported to have endorsed a temporary subsidy for the ships. 
Mr. Howard is just a handyman for the looting Wall Street interests, 
masquerading as representing the farmers; and any congressman 
or senator who cares to retain his seat in the congress, will be wise 
to ignore Mr. Howard as spokesman for the farmers of America. 


Philip Manson, president of the Pacific & Eastern Steam- 
ship Company, saying he was appearing as a citizen, criticized 
the record of the Shipping Board, and declared that the only 
thing subsidies would do would be to transfer from the public 
treasury to the pockets of a few favored steamship men large 
sums of the taxpayers’ money. He charged that a_ subsidy 
would “perpetuate the graft and incompetence which is now the 
real reason for our failure to have a merchant marine worthy 
of the nation.” 


The witness said the fact that a number of American steam- 
ship companies were operating without subsidies in the foreign 
trade showed that a subsidy was not needed. 

“No subsidy policy will ever create a permanent merchant 
marine,” said he. “A permanent merchant marine can only be 
created by efficient and honest operation of our shipping in 
open and fair competition with the shipping of other countries. 
That is the way the British merchant marine was built up, not- 
withstanding it has always been in competition with the ship- 
ping of countries which operated their ships at lower costs 
than British ships. That is the way the German merchant 
marine was built up before the war, and will be built up again 
very quickly.” 

Reports that the Shipping Board intended to ask for an 
amendment to the subsidy bill whereby a charterer of a govern- 
ment vessel would receive a subsidy were denied this week by 
Chairman Lasker. He said no such amendment was contem- 
plated by the board and that he would rather see the bill vetoed 
if such a provision were included therein. It was pointed out 
to him that the Shipping Board probably would never sell its 
vessels if subsidies were paid to charterers of government ton- 
nage. 

What the board has in mind is an amendment whereby the 
charterer of a privately owned vessel would benefit by the sub- 
sidy legislation instead of the owner of the vessel. 


Speed Program Adopted 


What was characterized by the Democrats as an “echo” 
from the White House dinner given by the President for the 
Republican members of the joint ship subsidy committee 0c- 
curred at the hearing May i1, when a motion made by Repre 
sentative Edmonds, of Pennsylvania, that the hearings each day 
run from 10 a. m. to 1 p. m. and from 2 p. m. to 5 p. m., instead 
of from 10 a. m. to 2:30 p. m. was carried. ; 

Representatives Bland (Virginia), Davis and Briggs did 
what they could to stop the program of the Republicans to 
speed up the hearings, but they were numerically outdistanced. 

In what seemed to some to be a slightly sarcastic speech, 
Mr. Bland congratulated the Republicans for having such 4 
large attendance. He believed the attendance was better that 
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at any time since the hearings were started, and said that it 
was interesting to know just how long it took an “echo” from 
the White House to reach the Capitol. 

Mr. Edmonds replied he could remember when things were 
in the hands of the Democrats—that then the Democrats heard 
the “echo” from the White House, and that the Republicans 
then were in the majority so far as attendance was concerned 
and the Democrats were not. 

After the motion had been carried, J. R. Howard, president 
of the American Farm Bureau Federation, appeared as a wit- 
ness. He said farmers as a rule knew little or nothing about 
ships or the shipping business except that they paid the ocean 
freight rates. Some time ago, he said, he had asked some of 
his men to look into the question of the merchant marine and 
that some weeks ago the Shipping Board asked what the atti- 
tude of the bureau was toward the ship subsidy bill. 

Mr. Howard said after an investigation had been made 
agreement was reached on the telegram which he said he had 
sent to President Harding at the request of the Shipping Board 
and which has been printed heretofore in The Traffic World. 

“Merchant marine rates are just as important as railroad 
rates to the farmers,” said he. “The farmer may not always 
realize this fact because he is able to visualize the rail trans- 
portation and does not frequently come in contact with ocean 
traffic. It is a distinct factor, however, in the price of his 
commodities, for the surplus of our crops sold abroad largely 
sets the price of those commodities in this country.” 

The witness said that an analysis showed that the subsidy 
provided by the pending bill would cost the farmer only one- 
fourth of one cent per bushel in transporting a ship-load of 
wheat from New York to Liverpool. He cited similar costs as 
to other shipments. 

“Obviously,” he said, “such a cost is entirely out of propor- 
tion to the benefits secured and a constant service available 
for a disposition of surplus products.” He continued: 


The ship subsidy is our best insurance for marketing of the farm- 
ers’ exportable surplus. The British are today furnishing a service 
from New York to Brazil. This service is slow, requiring about four- 
teen days, and taken care of by old boats. We can hardly expect bet- 
ter service than this to carry our typewriters, harvesters, plows and 
a thousand and one other articles to South America unless we do it 
ourselves. The speed is held down to the service afforded from Great 
Britain. We shall never build up a fast, satisfactory service on Brit- 
ish third or fourth rate vessels. Yet it is upon this fast service which 
develops rapid sail communication that trade depends and the illustra- 
tion of the service between United States and South America might be 
multiplied in other directions. We cannot reply upon others to give 
the service necessary to build up this trade. 

Let me say right here that the American Farm Bureau Federation 
is opposed to a subsidy as a matter of principle. We believe that in 
the end the economic interests of the country will be best served by 
the minimum of interference on the part of the government, regard- 
less of whether that interference is expressed in the form of repression, 
regulatory legislation or direct aid. Government assistance is an artifi- 
cial ag Fou out of the pockets of all of us to assist the business of 
afew of us. ; 

At the same time we all recognize that there may be times when 
the general principle will not harmonize with the facts of the situation. 
War has been and is a tremendous chemical solvent which dissolves all 
normal conditions and produces a set of abnormal and unreal condi- 
tions of business endeavor. International commerce, too, is the serv- 
ant of the whole nation, and of direct benefit to every citizen. As a 
result of our own war effort we now have upon our hands more than 
1,700 government ships. These ships must properly be disposed of 
as promptly as possible and at a price which shall for the government 
reimburse it as nearly as may be for its own expenditures and which 
shall for the purchaser represent a reasonable capital investment in 
the shipping business. But no private operator will take these ships 
and build your merchant marine unless he can receive some assistance 
in reducing costs and in building up volume of business. 


SHIPPING BOARD INLAND BUREAUS 
The Trafic World Washington Bureau 


W. J. Love, vice-president of the Emergency Fleet Corpora- 
tion, in charge of traffic, made the following announcement re- 
garding the appointment and conference of inland traffic repre- 
sentatives in the middle west: 


The conference, which was concluded May 6, was presided over 
by Louis F. Klein, of New York, who has been appointed manager of 
the inland offices division of the traffic department of the Emergency 
Fleet Corporation. 

Mr. Klein has been identified with traffic management for many 
years, having been connected with the Illinois Central, as general 
eastern agent in New York, and with the Western Maryland Railroad 
Company. For the past six years he has represented the firm of 
BE. J. Levano & Co., Philadelphia, in Brazil, having charge of their 
extensive manganese operations in that country. 

In addition to his railway affiliations he has made a thorough 
Study of steamship operation and is thoroughly conversant with the 
various services not only operated by the United States Shipping 
Board but by its competitors. 

The following managers of the inland bureaus who have just been 
appointed attended the conference: 

J. T. Smith, of New York, who for many years has represented 
the Pennsylvania Railroad at Portland, Ore., and for the past two 
years has been engaged in the steamship and war risk insurance busi- 
ness in Chicago. He will be stationed at Detroit. 

T. Park Hay, of Charlestion, S. C., who has been connected with 
the Mobile Harbor Commission and who for the past year has repre- 
sented the Shipping Board at St. Louis where he will continue to 
make his headquarters. 

. M. Bush, ’*of Nocona, Tex., formerly with the Frisco and Rock 
Island, at Oklahoma City, and for the past two years in charge of 
export traffic of Morris & Company, packers, at Kansas City and Chi- 
cago. He will have charge of the Kansas City office. ‘ 
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R. J. Whitmire, of Minneapolis, who has been identified with the 
Minneapolis and St. Louis Railroad and was for three years with the 
Chicago, Milwaukee & St. Paul Railroad Company. Mr. Whitmire will 
be the Northwestern agent stationed at Minneapolis. 

J. S. Houston, of Aberdeen, Miss., who has been identified with 
the Cotton Belt at Memphis, Tenn., with the International and Great 
Northern Railway, and the Texas Pacific, at Chicago and New Or- 
leans. His headquarters will be at Memphis. 

Mr. Klein outlined at the meeting the objective points which are 
to be attained by these representatives of the Shipping Board in their 
respective territories. In the main, they are as follows: 

To establish a more comprehensive understanding among those 
interested in export and import traffic, particularly among those lo- 
cated in the interior. 

To impress upon all, whether or not primarily interested in ship- 
ping, the absolute necessity of an American merchant marine. 

To act as intermediaries between agents of American flag: ships 
and exporters and importers, bringing them together with the ulti- 
mate aim of securing such traffic for these vessels. 

To investigate all complaints as to service, both passenger and 
freight; to convey to the American public the fact that the Shipping 
Board is working along sound business lines in its endeavor to create 
an efficient merchant marine. 

To maintain close relations with all railroad companies by keeping 
in close touch with their agents throughout their respective territories. 

To create close relationship with all chambers of commerce, 
boards of trade, traffic clubs, and other commercial and trade bodies. 

To convey to all shippers the fact that the operators of Shipping 
Board vessels are now in a position to furnish as good service as 
any foreign lines, and at equal rates. 

To stimulate an interest on the part of exporters located in the 
interior, in the handling of their export business, furnishing them with 
information as to rates and sailing dates, thereby placing them on a 
parity with exporters located on the seaboard. 

To convey to them the importance of favoring American vessels, 
thus insuring the maintenance of regular and dependable service on 
the various trade routes of the world. 

The full co-operation of all shippers is most essential. 


Vice President Love later announced the assignment of ter- 
ritory to representatives of the inland offices division of the 
traffic department of Emergency Fleet Corporation, as follows: 


Detroit: J. T. Smith, manager. The state of Michigan except 
upper peninsula. That part of Ohio north of a line (east to west) 
through Columbus (not including Columbus and Zanesville). 
That part of the state of New York and Pennsylvania west of a 
line drawn from Buffalo through Pittsburgh and thence to the 
Pennsylvania-West Virginia state line (including Buffalo and 
Pittsburgh.) 

Minneapolis: R. J. Whitmire, manager. The states of Min- 
nesota, Iowa, North and South Dakota, Montana, Wyoming, Wash- 
ington, Idaho, the upper peninsula of Michigan and that part of 
the state of Wisconsin north of a line drawn from La Crosse to 
Green Bay (not including Green Bay.) 

St. Louis: T. Park Hay,’manager. That part of the state of 
[llinois, Indiana and Kentucky, south of a line drawn from 
Moline, Ill., east to Indianapolis (including Moline and Indian- 
apolis) and west of a line Indianapolis south to the Ohio river and 
thence to the Kentucky- Tennessee state line. The entire state of 
Missouri, exclusive of Kansas City and St. Joseph. 

Memphis: J. D. Houston, manager. The states of Tennessee, 
Arkansas, Mississippi, Louisiana, Alabama, Georgia, North and 
South Carolina, Florida and Texas, excepting that part of Texas 
covered by the Kansas City office. 


Kansas City: G. M. Bush, manager. The states of Kansas, 
Nebraska, Colorado, Oklahoma, and that part of Texas east of a 
line, Dennison _to Houston, including Dennison and Houston. 

Chicago: That part of the state of Wisconsin south of a line 
drawn from La Crosse to Green Bay (not including La Crosse but 
including Green Bay). That part of the states of Illinois and 
Indiana north of a line drawn from Moline, Illinois, east to the 
Indiana-Ohio state lines. 


Cincinnati: That part of Ohio, south of a line drawn east 
and west through Columbus, Ohio (including Columbus and Zanes- 
ville). That part of Indiana and Kentucky not covered by the 
St. Louis office. The state of West Virginia. 


Mr. Klein, manager of the inland offices division, at the con- 
clusion of the conference, stated that the sole object of the new 
division will be to furnish “equal rates and equal service to all 
ports in American bottoms.” 


HEYMAN SCORES SECTION 28 


American shipping interests as a whole resent the desire of 
the Shipping Board to enforce section 28 of the merchant marine 
act, not only because such action would cause practicai and 
financial hardships, but because it presupposes a disposition on 
the part of the shippers to avoid using American vessels, even 
when they are available. This point was brought out by William 
Heyman, traffic manager for the Consolidated Steel Corporation, 
chairman of the export and import committee of the Shippers’ 
Conference of Greater New York, and member of the export 
and import committee of the National Industrial Traffic League, 
in a statement made to the Shipping Board at its hearing on 
the subject, in New York, recently. A brief report of his tes- 
timony was printed in The Traffic World, April 29, p. 918. 

“Before going into this matter,” Mr. Heyman said, “I wish 
to state that we are most heartily in favor of the operation 
of American ships.” His closing remark was in the same tone: 
“What we wish, as American exporters, is the freedom of the 
seas; and we do not need section 28 to force us to use American 
steamers.” 

According to Mr. Heyman, the objections against the en- 
forcement of that section were not based on the fact that to 
American vessels was shown a preference. If American vessels 
were of adequate tonnage and if their service and rates com- 
pared favorably with those of foreign flags, such a preference 
would meet with no objection, he intimated. But the fact, as 
he saw it, was that the enforcement of section 28, while the 
export situation and the shipping situation were in their pres- 
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ent condition, would work hardship on shippers and also on 
ship operators, for the breaking up of ocean rate conferences 
and the destruction of ocean rate stability would result. The 
value of these conferences, he said, was admitted by the board, 
and he quoted from the testimony of Chairman Lasker, at a 
hearing before a congressional committee, in which, in reply 
to a question as to whether the board still maintained con- 
ference agreements with foreign lines, the chairman replied: 
“Yes, sir. They could not operate any other way.” 

“IT believe Chairman Lasker was absolutely correct,” said 
Mr. Heyman. “But he has evidently overlooked the fact that 
to anyone familiar with ocean shipping there is no question but 
that every conference would be disrupted within 48 hours or 
a week after section 28 became effective. It is to be presumed 
that the foreign lines would endeavor to secure their share of 
the business, and. if it required some reductions to equalize 
section 28, they would do so by shrinking their ocean rates in 
order to be on an equality with the American lines. We dislike 
to see such a condition prevail, because stable rates are de- 
sired by an exporter; and we even hope some day to see a con- 
ference on ocean freight rates between foreign countries and 
the United States to the extent that the ocean rates from this 
country will be on a more equivalent competitive basis.” 

The hardships that an American exporter would have to 
bear, due to the impossibility to contract for sales, owing to 
inability to depend on regular schedules, the fact that the neces- 
sities of foreign countries might result in the manufacture of 
steel products that could not be advantageously loaded in 
American hulls, and the impossibility of always securing ex- 
tensions on letters of credit to allow for delay in obtaining 
American ocean shipping space, were explained by Mr. Heyman. 

In an effort to show that the members of the Shipping Board 
were not unaware of these facts, and that there was a certain 
amount of sympathy with the exporter and his necessity of 
knowing what he will be able to get in the way of space before 
he can decide how and when to ship, Mr. Heyman quoted the 
following from the testimony of W. J. Love, vice-president of 


the Emergency Fleet Corporation, at the committee hearing 
referred to: 


The merchants and exporters of this country have been ac- 
customed to doing business with well established foreign lines for 
years. They have, on the one hand, supported these services and 
helped to build them up and, on the other hand, the services have 
given the merchants practically everything they needed. We 
come along with a service in competition. The merchant does not 
know whether we are going to be in business a month or six 
months or a year. He hesitates to break away from his old friend, 
with whom he has maintained friendly relationship for years, be- 
cause he does not know how the new service is going to treat him, 
whether they are going to have enough ships and at proper inter- 
vals, and whether they are going to pay claims or hide behind 
technicalities of the law to evade them. Therefore, the element 
of doubt is at once created as to whether, if he leaves the old 
line and takes on a new one, the latter will give the service the 
former did, and whether the former will not penalize him in some 
way should the latter fail. The whole structure is wrong. 


Speaking for the steel interests, with which he is connected, 
Mr. Heyman said: 


During 1920, when we exported 900,000 tons of steel, we were 
compelled to use all available steamers, and even then we were 
forced to pay large sums for storage charges on account of hold- 
ing steel for steamship space. Our records show that we gave to 
steamships flying the American flag 56.8 per cent of this tonnage, 
the balance being divided among vessels of other nations. During 
the three years of our company’s existence, our records show that 
we gave the American steamers 53.45 per cent our our tonnage. I 
mention this as an indication of our support of the American mer- 
chant marine. Our percentage would have been much greater had 
there been suflicient vessels of American register to carry our 
freight and had rates and service been at all times competitive. 


BOAT LINE REQUEST DENIED 


The Trafic World Washington Bureau 


The Shipping Board has turned down the request of the 
United Fruit Company that Shipping Board vessels operated 
by the Clyde Line be taken out of the service between north 
Atlantic ports and Colombia ports. Adoption by it of a report 
by W. J. Love, vice-president of the Emergency Fleet Corpora- 
tion, recommending that the Shipping Board vessels be con- 


tinued in the service, was announced this week. Mr. Love’s 
report follows: 


Agreeable to your request I have very carefully perused the pro- 
tests of the United Fruit Company and others against the employment 
of Shipping Board vessels principally in the trade between the United 
States of Colombia and our North Atlantic ports. I have also very 
earefully investigated the brief submitted by the Clyde Steamship 
Company in support of a continuation of their service. Prior to reach- 
ing any conclusions, I discussed the matter fully with my associates. 
It might be well to give you a very brief history of conditions in the 
West Indies, and this trade in particular, prior to 1914 and subsequent 
to the Armistice, which will give you the basis upon which our decision 
has been reached. 

Prior to 1914 the Jamaica banana trade was in the hands of the 
United Fruit Company, the Atlantic Fruit Company, and the Hamburg 
American Line—there being a close relationship, however, existing be- 
tween the two latter companies, whose steamers both north and south- 
bound proceeded beyond Jamaica to other Central American and South 
American ports, returning northbound via Jamaica, for the reason 
that Jamaica did not originate or receive sufficient cargo to warrant 
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an exclusive service, which made an extension of the service necessary 
to other ports for additional cargo and passengers. ’ 

One Di Giorgio at that time was a large importer of fruit, and the 
principal supporter of the Hamburg American Line’s West Indies 
service and the Atlantic Fruit Company. In fact he was the president 
of the Atlantic Fruit and Transport Company. | : 

Subsequent to the Armistice and until possibly six months ago 
or eight months ago, Di Giorgio, now operating as the Di Giorgio Fruit 
Company, used almost exclusively foreign flag ships. At that time, as 
a result of negotiations, Di Giorgio agreed to abandon his use of for- 
eign flag ships as far as possible, provided we could offer him a 
suitable service of American flag ships. E 

The number of departures from Jamaica demanded by Di Giorgio 
was greater than the foreign trade of the Island, both with respect to 
imports and exports, warranted and we, therefore, had to seek other 
fields for the furnishing of cargoes beyond, which is no uncommon 
thing in the West Indies and Central American trades, as there are 
but very few islands that will completely support direct services in 
both directions. 

After conferring with the Clyde Line, who acted as managing 
operators for the Emergency Fleet Corporation, it was decided to 
close a contract with Di Giorgio and provide him with the required 
number of sailings by establishing the following routes: 

No. 1—Three steamers, fortnightly schedule, from New York to 
the Virgin, Leeward and Windward Islands, returning via United 
States of Colombia ports and Jamaica. 

No. 2—Two steamers, fortnightly schedule, from New York to 
Haiti, Jamaica and Colombian ports, returning via Jamaica. 

No. 3—We also established a service with two Shipping Board 
steamers and one Clyde Line vessel from New York to Trinidad, 
Barbados and Paramaraibo, returning via Dominica and the Virgin 
Islands. This service, in conjunction with service No. 1, gives the 
Virgin Islands a fortnightly service for the first time since possession 
— to the United States. 


o. 4—One additional ship is used on a monthly schedule from 
New York to Haiti ports. 

In not one of the above-mentioned trades are we solely in com- 
petition with American flag ships, but, on the contrary, in competition 
with many foreign lines. In fact, out of about twenty-eight ports 
which these vessels make, there is foreign competition only either 
from or to twenty-five. 

So much for our West Indies operations in general. 

The foundation for the protest of the United Fruit Company is 
the call that we are making on two of the above services at Caribbean- 
United States of Colombia ports. This trade has never been wholly 
in the hands of American flag steamers; nor is it today, and we have 
no assurance, therefore, that if our steamers are withdrawn, the cargo 
which we have been carrying will revert to our national vessels. In- 
asmuch as this Colombian trade is the only point of issue and forms 
but a small part of our activities, we can only look upon the picture 
as a whole and determine, therefore, whether the services that we 
have established throughout the entire West Indies, some of which we 
have taken from foreign flag lines, should be placed in jeopardy in 
order to remove our competition from Colombian ports with results of 
a very doubtful character. 

Our conclusion, therefore, is that while to a certain extent we are 
in competition with four privately owned American ships, our develop- 
ment in other directions is of greater importance, and we recommend 
that no change be made in the services that we have established, at 
least until such time as it has been definitely disclosed to us that our 
competition is of a serious and harmful nature and that that portion 


of the business which we would relinquish would revert to privately 
owned American ships. 


PLUMMER TALKS OF SHIP TONNAGE 


Commissioner Edward C. Plummer of the Shipping Board, in 
an address, May 8, before the annual convention of the National 
Association of Manufacturers, in New York, declared that Eng- 
land had never permitted the tonnage of the United States to 
equal the tonnage flying her flag. He said when the United 
States was at the zenith of its shipping glory, the most that 
this country and all other countries together could secure of 


the foreign commerce of England was 41 per cent. Continuing, 
he said: 


While we, by the Act of 1828, had exposed our ships to the 
competition of the world, England retained controlling preferences 
for her vessels up to 1850, or until her subsidized steamship lines 
had become established and her shipyards been put in a position 
to produce a type of tonnage which gave her advantages over 
competitors. These advantages she never has yielded, but how 
she took advantage of our concessions is shown by the fact that 
from 1830, when protection of our ships in foreign trade was 
removed, to 1850, when our subsidy-aided Collins line steamers 
began operations, the percentage of our foreign commerce carried 
in American vessels dropped from 88 per cent to 59 per cent; and 
only the fact that American shipmasters were so superior to 
British and had the commercial knowledge which enabled them 
to trade as well as sail, prevented much more serious losses. With 
the advent of the cable the knowledge of the home office became 
available to the British and American ships alike and that for- 
mer advantage vanished. 

The recognized truth that only through its own ships can 4 
country properly develop its foreign trade makes it evident that 
only through such a merchant marine as we propose can the 
foreign trade of this country be properly developed, and. the 
industries of this country be given their proper opportunities. 
Shipping is a means and not an end. 

We, like England, must carry a majority of our foreign com- 
merce or the prosperity of this country must be limited and im- 
periled. Support of an American merchant marine is much more 
than the support of a single industry. It is a support which 
is essential to all the industries of this country, and when this 
fact is once appreciated there can be no hestitancy on the part 
of anyone who is sincerely desirous of seeing this country prosper- 
ous in giving whole-hearted support to any legislation that will 
give us an adequate merchant marine for our foreign trade. 

One very common plan apparently adopted for the purpose of 
misleading the public appears in the statement so often made 
that the United States aims to become commercially supreme upon 
the seas. No intelligent American aims at that. England, 48 
an island empire, necessarily must have a great merchant fleet 
to enable her to control a majority of her foreign commerce. 
What thoughtful Americans desire is that the United States shal 
have a merchant fleet sufficient to enable this country to handle 
a similar proportion of its foreign commerce, and the proportion 
which England has insisted on carrying of her own foreign com 
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merce, viz., from 60 to 75 per cent is good enough for us—but we 
should insist upon carrying as much as that in the interest of 
the people of this country. : : 

Theorists, or worse, who never had their money in American 
vessels, may make declarations, but the solid fact remains—that 
for forty years it has cost from 25 to 50 per cent more to operate 
American vessels than it did to operate foreign vessels; and the 
fact that strong American firms, like the Sewalls of Bath, Maine, 
whose people had been operating vessels for nearly a century, who 
owned fine yards in which, with their own money, they could build 
and repair steel ships, have been forced to sacrifice their fleets 
and abandon their yards to their own great loss, leaves absolutely 
nothing effective to be said. American ships can not remain in 
the foreign trade without national assistance until they have be- 
come established and the advantages which their competitors now 
enjoy and for a long time have enjoyed, overcome. 

To claim anything else is merely to say in effect that we 
don’t want American ships to carry any material part of the com- 
merce of this country—that we don’t want to enlarge the markets 
for American products or give increased employment to American 
labor. 


HARTER ACT AMENDMENT 


The Trafic World Washington Bureau 


Representative Edmonds, member of the House committee 
on merchant marine and fisheries, has introduced a bill (H. R. 
11567) to amend the Harter act, so that the Hague Rules may 
be applied in the United States. 

Mr. Edmonds said the bill would have to be rewritten so 
that the provisions of the Hague rules to be incorporated in 
the Harter act would be set forth. He said hearings probably 
would be held on the bill after the ship subsidy bill had been 
disposed of. 

The bill as introduced follows: 

That from and after ........-sseseseeee ,1922, it shall be law- 
ful to contract for the transportation of properly by sea, subject 
to the Hague rules, 1921, any existing laws or laws of the United 
States to the contrary notwithstanding: Provided, however, That 
the said Hague rules shall be interpreted as follows: ‘ 

(1) Wherever loss or damage has resulted from unseaworthi- 
ness the burden shall be on the carrier or other person claiming 
the exemption provided in section 1 of article IV of said rules to 
prove that such unseaworthiness did not result from want of due 
diligence to make the ship seaworthy. 

(2) The burden of proof shall be on the person claiming 
exemption under subdivision (q) of section 2 of article IV of 
said rules to show that neither the actual fault or privity of 
the carrier nor the fault or neglect of the carrier’s agents, 
servants, or employes contributed to the loss. 

(3) Article V of said rules shall not apply to ordinary com- 
mercial shipments, but only to cases where the character or con- 
dition of the property to be carried, or the circumstances under 


which the carriage is to be performed, are such as reasonably to 
justify special contracts. 


FOREIGN OBJECTION TO JONES ACT 


The Trafic World Washington Bureau 


“Notice was served May 8, upon those affiliated with foreign 
shipping interests, that any opposition from such sources with 
respect to the application of section 28 of the merchant marine 
act of 1920 would be disregarded by the committee of the United 
States Shipping Board now conducting hearings throughout the 
United States,” said.a statement issued May 8 by the Shipping 
Board. The statement to this effect was made by Commissioner 
Frederick I. Thompson, of Alabama, chairman of the commit- 
tee, which includes former Senator George E. Chamberlain, of 
Oregon, and Admiral William S. Benson, of Georgia, commis- 
sioners of the Shipping Board. 

In announcing the date for hearings in the Gulf and Cen- 
tral Divisions, set for New Orleans on Tuesday, May 16, and 
St. Louis, on Thursday, May 18, the statement said that the 
hearings were to be solely upon the adequacy of American flag 
tonnage to serve the needs of American commerce, to and from 
foreign ports, that moves under the export rate, and were 
hot upon any adverse or beneficial effect the application of 
Section 28 would have. 

“The committee,” Commission Thompson said, “will insist 
upon knowing the identity, if any, protestants may have with 
foreign shipping interests. The voice that is sought is the 
voice of the American shipper and ship operator and not any 
voice that may reflect the view of those whose private interests 
are best served by restriction from operation of a preferential 
feature of our marine law. No weight will be given by the com- 
mittee to views that originate from sources known to be hostile, 
Openly or covertly, to the merchant marine expansion of the 
United States.” 

British shipping interests are prepared to reshape their 
affairs on a basis permitting the United States to have a mer- 
chant marine of from seven to eight million gross tons, as pro- 
posed by the Shipping Board, while German shipping interests 
are, in effect, plugging ahead without paying any attention to 
the British or the American merchant marines, confident that 
Germany will become a great merchant marine power, noth- 
withstanding British and American competition. 

The above, in substance, was the report submitted this week 
to Chairman Lasker, of the Shipping Board, by Edward P. Far- 
ley, vice-president of the Emergency Fleet Corporation in charge 
of ship sales, as to the attitude of the British and Germans to- 
ward the American merchant marine. Mr. Farley recently re- 
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turned from a tour of inspection in Great Britain and Euro- 
pean maritime countries. 

The British, according to the report, said they reaiized that 
the U. S. had a war-time fleet and that, of course, it could not 
be expected that the U. S. would sink the fleet, and that, there- 
fore, the proposal that America have a fleet of seven to eight 
million gross tons would be met by them with a readjustment 
of their affairs to enable the United States to operate such a 
fleet. 

Hamburg is a shipping bee hive, busier than the pre-war 
period, Mr. Farley reported. Many foreign flag ships, he said, 
are waiting to get into the port for repairs. 

The general attitude of the German shipping interests is 
that the allies took from Germany all of its shipping, poor 
ships as well as good ships, leaving Germany clear to build up 
a new, well-balanced fleet at low cost because the German work- 
men are paid in paper marks. 

Another advantage the German has in building up his mer- 
chant marine is that the German sailor must stick to the German 
ship—he cannot get employment on British ships or other for- 
eign lines because of the animosity toward him of the crews 
of the allied nations. 

Mr. Farley said the belief of the board that the world market 
price for the best tonnage averaged $30 a ton was justified by 
the conditions he found abroad. He said Great Britain had dis- 
posed of all of its tonnage of the class that the Shipping Board 
has for sale. He said he believed the average price of tonnage 
was on the upward trend. 


OCEAN RATE WAR 


The Trafic World Washington Bureau 


David Cook, manager of the American office of the Lamport 
& Holt line, which locked horns in a rate war recently with 
the Shipping Board, Munson line passenger ships to South 
America, conferred this week in Washington with Vice-Presi- 
dent Love of the Emergency Fleet Corporation. Mr. Love said 
he had a very satisfactory conference with Mr. Cook and that 
early in June Arthur Cook, general manager of the line, would 
confer with him. The present rates, which resulted from the 
Lamport & Holt iine cutting its rates and then the Shipping 
Board going one better, will remain in effect, Mr. Love said. The 
idea seemed to be that the purpose of the conferences is to estab- 
lish a better “working arrangement” between the board and 
the British line, and that there would not be necessarily a change 
or an agreement as to rates. 


OCEAN FREIGHT RATES 


The Trafic World Washington Bureau 


With ocean freight rates on practically the lowest level 
since the period of inflation following the war and ocean trade 
facing a seasonal slump on top of the existing depression, the 
Emergency Fleet Corporation will probably withdraw ten or 
twelve of its steel cargo vessels from service shortly, according 
to J. Barstow Smull, vice-president in charge of charters and 
allocations. The Fleet Corporation has 406 ships in operation 
by managing agents and of that total, 384 are at sea or are being 
loaded at ports. The remaining 22 vessels are being repaired 
or are being delivered to managing operators. Mr. Smull said 
none of the established trade routes would be discontinued but 
that the number of vessels in given routes probably would be 
reduced. He said it was better to have a few ships on a route 
filled with cargoes than to have a number of half-filled ships. 

In a statement issued by the Chamber of Commerce of the 
United States in connection with its forthcoming annual con- 
vention the following comment is made: 


Much of the inflation in ocean freight rates, which for a time 
made the costs of merchandise so high as to stop trade, has been 
worked out. Inadequacy of railroad transportation remains as one of 
the acute obstacles to the revival of trade within Europe, and, in turn, 
between Europe and the United States. The average business man 
has become accustomed to thinking of Russia as outside the picture 
of commercial transactions. Russia is an outstanding example of the 
effect of the breakdown of railroad transportation in interfering with 
the flow of commerce. The shortage of available land transportation 
in Russia today is distinctly one of the great obstacles to the restora- 
tion of trade. Similarly, in various parts of Europe the bad condition 
of railroad transportation is a recognized obstacle to trade. The 
pilferage risks and the other risks incidental to the handling of mer- 
chandise in transportation, loom up alongside the delay and physical 
shortage in transportation as obstacles to trade. 


WANT RAIL OWNED SHIP LINES 


The Illinois Manufacturers’ Association, in a letter to Presi- 
dent Harding, approved the stand taken by the President in his 
recent address to Congress on the ship subsidy, that the inter- 
state commerce law be amended to “permit railway systems to 
own and operate steamship lines engaged in other than coast- 
wise trade.” 

The letter pointed out that the manufacturer in the middle 
west must, in competing with Atlantic coast manufacturers for 
foreign business, absorb the freight rate to the seaboard. “If 
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further advantage is given to Atlantic coast manufacturers,” 
the letter continued, “such as special lower overseas freight 
rates, for instance, either on American or foreign ships, we will 
not be able to secure any foreign orders and will be completely 
isolated from foreign business.” 

The Illinois manufacturers think the matter would be partly 
equalized if rail lines were permitted to own and operate ocean 
steamers and if the through rates on goods shipped over the 
joint routes were under the supervision of the Interstate Com- 
merce Commission. 


PORT TO PORT REGULATION 


‘ The hearing in the case of the Baltimore & Philadelphia 
Steamboat Co., charged by the Federal Trade Commission with 
cutting rates to force the Marine Transportation Corporation 
out of business, scheduled for May 8, has been postponed. The 
date of hearing will be announced later. 


SHIPPING BOARD SALARIES 


House and Senate conferees on the appropriation bill ‘carry- 
ing appropriations for the Shipping Board agreed this week on 
a provision that not more than six officials of the board shall 
receive $25,000 a year and that not more than two shall receive 
$20,000 a year, and that all others shall not receive in excess 
of $11,000 a year. This agreement must be passed on by the 
House. 


ST. LAWRENCE CANAL PROJECT 


Senators Calder and Wadsworth of New York, and Repre- 
sentatives Dempsey and Mott of New York called on President 
Harding this week with reference to the St. Lawrence waterway 
project. They recommended that the matter be sent back to the 
joint commission of the United States and Canada for further 
consideration. It was said at the White House that no decision 
had been reached relative to the matter. 


MERCHANTS WANT HAGUE RULES 


A report made to the executive committee of the Merchants’ 
Association of Greater New York, by a joint committee to which 
the matter was referred, approving the Hague rules for ocean 
bills of lading, was accepted by the executive committee. The 
report was in the form of a resolution in which it was stated 
that the proposed rules would result in desirable uniformity and 
would be “of material benefit to shippers.” 


NEW SERVICE TO PACIFIC COAST 


Beginning with the sailing of the Nebraskan, May 6, a weekly 
schedule of sailings, from Boston to the Pacific coast, was 
inaugurated by the United American Lines, managing agents 
for the American-Hawaiian Steamship Company. The ships 
will sail from Boston every Saturday, instead of alternate Satur- 
days, as heretofore. The second sailing under the new schedule 
will be the new motor-ship Californian. 


REVENUE FREIGHT LOADING 


Revenue freight loading jumped from 714,088 cars in the 
week ended April 22 to 758,286 cars in the week ended April 29, 
an increase of 44,198 cars, according to the weekly report of 
the car service division of the American Railway Association. 

Coal loading increased from 63,445 cars in the week ended 
April 22 to 75,632 cars in the week ended April 29. Every other 
commodity also showed an increase. Ore jumped from 9,770 
to 14,053 cars; miscellaneous, from 276,536 to 292,086 cars, and 
merchandise, L. C. L., from 239,484 to 242,565 cars. Forest 
products increased from 55,859 to 59,112 cars; grain and grain 
products from 33,271 to 36,398 cars; live stock from 28,114 to 
30,488 cars; coke from 7,609 to 7,952 cars. 

The total loading for the week ended April 29 exceeded the 
loading of the corresponding week of 1921 of 721,084 cars, but 
fell below the 800,960 cars of the corresponding week of 1920. 

The loading by districts for the week ended April 29 and 
the corresponding week of 1921 was as follows: 

Eastern district: Grain and grain products, 6,749 and 6,400; 
live stock, 2,991 and 2,733; coal, 7,616 and 29,420; coke, 1,258 
and 901; forest products, 5,441 and 5,589; ore, 1,408 and 889; 
merchandise, L. C. L., 69,431 and 57,351; miscellaneous, 83,427 
and 65,610; total, 1922, 178,321; 1921, 178,893; 1920, 183,650. 

Allegheny district: Grain and grain products, 2,110 and 
2,271; live stock, 2,747 and 2,972; coal, 12,733 and 43,415; coke, 
4,163 and 2,392; forest products, 2,667 and 2,324; ore, 2,574 and 
949; merchandise, L. C. L., 50,892 and 43,265; miscellaneous, 
66,567 and 46,569; total, 1922, 144,453; 1921, 144,157; 1920, 167,099. 

Pocahontas district: Grain and grain products, 190 and 
118; live stock, 82 and 86; coal, 26,565 and 18,996; coke, 241 and 
197; forest products, 1,344 and 1,253; ore, 32 and 25; merchan- 
dise, L. C. L., 6,163 and 5,326; miscellaneous, 4,469 and 3,812; 
total, 1922, 39,086; 1921, 29,813; 1920, 28,667. 

Southern district: Grain and grain products, 3,302 and 
2,967; live stock, 2,190 and 1,889; coal, 19,457 and 18,386; coke, 
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564 and 552; forest products, 19,213 and 14,554; ore, 816 anq 
816; merchandise, L. C. L., 37,530 and 35,238; miscellaneous, 
42,938 and 35,812; total, 1922, 126,010; 1921, 110,214; 1920, 127, 
347. 

Northwestern district: Grain and grain products, 10,012 
and 8,057; live stock, 8,224 and 8,230; coal, 4,241 and 3,785; 
coke, 1,411 and 445; forest products, 17,811 and 13,035; ore, 
6,807 and 3,650; merchandise, L. C. L., 30,265 and 27,220; mis- 
cellaneous, 34,831 and 29,392; total, 1922, 113,602; 1921, 93,814; 
1920, 122,340. 

Central Western district: Grain and grain products, 10,071 
and 9,586; live stock, 11,505 and 11,426; coal, 3,669 and 15,426; 
coke, 167 and 158; forest products, 5,473 and 5,479; ore, 1,734 
and 786; merchandise, L. C. L., 32,796 and 31,068; miscellaneous, 
37,564 and 32,504; total, 1922, 102,979; 1921, 106,703; 1920, 111,593. 

Southwestern district: Grain and grain products, 3,964 and 
4,428; live stock, 2,749 and 2,391; coal, 1,351 and 4,432; coke, 
148 and 132; forest products, 7,163 and 5,851; ore, 682 and 661; 
merchandise, L. C. L., 15,488 and 16,719; miscellaneous, 22,290 
and 22,876; total, 1922, 53,835; 1921, 57,490; 1920, 60,264. 

Total, all roads: Grain-and grain products, 36,398 and 34, 
097; live stock, 30,488 and 29,727; coal, 75,682 and 143,860; coke, 
7,952 and 4,777; forest products, 59,112 and 48,085; ore, 14,053 
and 7,776; merchandise, L. C. L., 242,565 and 216,187; miscel- 
laneous, 292,086 and 236,575; total, 1922, 758,286; 1921, 721,084; 
1920, 800,960. 


CAR SURPLUS AND SHORTAGE 


A slight drop in the number of surplus freight cars in good 
order was reported by the car service division of the American 
Railway Association for the period, April 23-30, the total being 
371,538, as against 371,764 in the period April 15-23. The aver- 
age daily shortage was 842 cars. 

The surplus was made up as follows: Box, 88,305; ven- 
tilated box, 5,184; auto and furniture, 1,164; total box, 94,653; 
flat, 7,077; gondola, 122,651; hopper, 112,426; total, all coal, 235,- 
077; coke, 5,387; S. D. stock, 13,775; D. D. stock 1,416; refrig- 
erator, 8,700; tank, 562; miscellaneous, 4,891. 

The car shortage was made up of 369 box, 84 flat, 374 coal, 
10 refrigerator and 5 miscellaneous cars. 


LOCOMOTIVE EQUIPMENT CONDITION 


The summary of semi-monthly locomotive equipment condi- 
tion of the car service division of the American Railway Asso- 
ciation shows that as of April 15 out of 64,563 locomotives on 
line, 47,962 were serviceable, 13,330 were in need of repairs 
requiring more than 24 hours, and 3,271 were in need of repairs 
requiring less than 24 hours. The number of serviceable en- 
gines stored was 7,083. The per cent out of service for repairs 
requiring more than 24 hours was 20.6 and for repairs requiring 
less than 24 hours, 5.1 per cent. 


FEBRUARY TRAFFIC STATISTICS 


Revenue traffic statistics of the Commission for class I 
roads show that in February freight revenue totaled $292,698,828, 
as against $282,941,833 in February, 1921, and that passenger 
revenue totaled $73,603,776, as against $88,451,296 in February, 
1921. 

Revenue tons carried 1 mile totaled 25,396,096,000, as against 
22,199,884,000 in February, 1921. Revenue tons carried totaled 
129,935,000, as against 121,089,000 in February, 1921. 

The revenue per ton-mile was 11.52 mills, as against 12.74 
mills in February, 1921. 

Revenue passengers carried totaled 73,552,000, as against 
84,331,000 in February, 1921. 


STATION AGENTS TO MEET 


The annual meeting of the Freight Station Section of the 
Operating Division of the American Railway Association, origi- 
nally set for September, will be held June 20 to 22, at Phila- 
delphia. Formal call for the meeting will probably be sent 
out next week. 

Under the plan of organization of the section topics are 
assigned for investigation to groups of station agents in various 
districts. Papers on the topics are submitted to the topic com- 
mittee, and are considered by the committee on direction, which 
makes recommendations for disposition to the meeting. The 
papers are read at the meeting and are discussed, final dispo 
sition being made either by the meeting or by special commit- 
tees. 

The committee on topics will meet in Omaha with R. 0. 
Wells, agent for the Illinois Central at Chicago, secretary of 
the section, next week, to go over the papers submitted for 
discussion at the June meeting. C. W. Loomis, agent for the 
C. B. & Q., at Denver, is chairman of the committee, and H. B. 
O’Halloran, agent for the Union Pacific at Omaha, and O. M. 
Hullinger, agent for the Michigan Central, at Chicago, are 
members. 


ee 





19 


and 
ous, 
27,- 


012 
185; 
ore, 
mis- 
814; 


),071 
426; 
734 
OUS, 
9593. 

and 
‘Oke, 
661; 
2,290 


34, 
20ke, 
4,053 
iscel- 
084; 


good 
rican 
being 
aver- 


ven- 
6538; 

235,- 
efrig- 


coal, 


condi- 
Asso- 
es on 
2pairs 
2pairs 
le en- 
>pairs 
uiring 


lass I 
98,828, 
senger 
ruary, 


gainst 
otaled 


, 12.74 


gainst 


of the 
- origi- 
Phila- 
e sent 


es are 
rarious 
c com: 
which 
. The 
dispo- 
ommit- 


R. O. 
ary of 
ed for 
for the 
1 H. B. 


20, are 





May 13, 1922 


THE TRAFFIC WORLD 


1047 


Traffic Lesson No. 10 


The Consolidated Freight Classification (Concluded)—Tenth Lesson in the Course Written for the 
Traffic World by Grover G. Huebner, Ph. D., Professor of Transportation and 
Commerce, University of Pennsylvania—(Copyrighted) 


Rule No. 10, which governs mixed carloads, is one of the most 
interesting rules of the 42 rules contained in the Consolidated 
Freight Classification. Section 1, applicable to the Official Classi- 
fication, states that when a number of articles (provided with 
l. c. 1. and c. 1. ratings) are shipped at one time by one con- 
signor to one consignee and destination in a carload they will 
be charged at the ec. 1. rate applicable to the highest classed or 
rated article and at the highest carload minimum weight pro- 
vided for any of the articles in the carload. Section 2 provides 
that this carload mixture rule also applies to shipments gov- 
erned by the Southern and Western classifications, provided, 
however, that it “does not apply in connection with commodity 
rates except, under Southern Classification, on articles classified 
as ‘fertilizer’ rates or ‘special iron.’” 

A second carload mixture alternative is contained in section 
8, which provides that the various articles may be considered 
as if they were divided into two or more separate carloads 
each of which, under the Official Classification, is to be carried 
at the carload rate applicable to the highest classed or rated 
article and the highest carload minimum weight provided for 
any of the articles contained in it. Under the Southern and 
Western classifications this rule is modified so that the charge 
on each separate carload into which the carload mixture is 
divided for the purpose of computing the aggregate charge will 
be based on the ec. 1. rate applicable to the highest classed 
article and the highest carload minimum weight provided for 
any article contained in it, except that “if one of the carloads 
is subject to a commodity rate the carload minimum weight 
applicable to that rate will apply on such carload.” 

Section 4 provides a third alternative carload mixture rule. 
Under this rule the aggregate charge on a mixed carload is 
arrived at by carrying a part of the shipment at a c. 1. rate 
and the remainder at 1. c. 1. rates. One or more of the articles 
may be carried at the c. 1. rate and the minimum carload weight 
(actual or authorized estimated weight to be charged for if 
in excess of the minimum weight) and the other article or 
articles may be carried at the 1. c. 1 rate or rates applied to 
the actual or authorized estimated weight of each. 

A fourth alternative is found in rule 15 in case the car 
containing a carload mixture is fully loaded. It provides that 
“the charge for a car fully loaded must not exceed the charge 
for the same lot of freight if taken as a less-than-carload ship- 
ment.” 

These alternative regulations make possible some interest- 
ing problems. Suppose that the following mixture were offered 
at the ratings and rates indicated: 


Rates 
Clas Class C. Ee Cents Per 
Weight ae oe C.. ia Minimum, Lbs. Class 100 Pounds 

15,000 4 6 36,000 2 25 
18,000 3 5 35,000 3 22 
2,500 2 4 30,000 4 20 

5 19 

6 18 


Under the first rule, defined above, the charge would be 
based on the highest c. 1. rating, 20 cents per 100 pounds (fourth 
class) and the highest minimum weight, 36,000 pounds, or $72. 

Under the second rule, if the first two articles were con- 
sidered as one ec. 1. and the third as another, the combined 
charge would be 19 cents per 100 pounds on 36,000 pounds 
Ms nae plus 20 cents per 100 pounds on 30,000 pounds ($60), or 
128.40. 

If, under the third rule stated above, the first two items 
are taken at the highest c. 1. rating, 19 cents per 100 pounds 
(fifth class) on 36,000 pounds ($68.40), and the remaining item 
at the 1. c. 1. rate of 25 cents per 100 pounds on 2,500 pounds, or 
$6.25, the combined charge would be $74.65. 

If it is assumed that this car was fully loaded, the fourth 
alternative would also apply and the 1. c. 1. rates applied to 
the actual weight of each item would result in a combined 
charge of $78.85. 

In this particular instance, therefore, it would be profitable 
to take advantage of the first carload mixture rule defined 
above—i. e., the privilege offered in rule 10, sections 1 and 2. 


Freight in Excess of Full Carloads 

The Consolidated Freight Classification regulation governing 
freight offered in excess of what can be loaded in or on one 
car is contained in rule No. 24. It provides that in case of 
freight having a minimum carload weight of 30,000 pounds or 
more, the overflow remaining after one or more cars have been 
fully loaded shall be charged as follows: (1) If the excess is 
loaded in one closed car, it will be charged at actual or esti- 





mated weight and at the carload rating applicable to the entire 
shipment; (2) if the excess is loaded on one open car it will 
be charged similarly, but subject to a minimum charge of 4,000 
pounds at the rate on first class traffic. 

Aside from the 30,000 pounds minimum carload limit men- 
tioned above, this excess carload freight rule does not apply 
when specified items in the Consolidated Freight Classification 
provide otherwise; nor on bulk freight or live stock; nor on 
freight which is carried in heated, refrigerator, insulated, ven- 
tilator, tank or other specially prepared cars; nor on freight, the 
minimum carload weights of which are subject to rule 34, which 
is defined below. 

A special excess carload regulation applies in case of car- 
load shipments of articles, not subject to rule 34, which, because 
of their length, require two or more open cars. Rule 29 pro- 
vides that the weight to be charged for the series of cars shall 
be determined as follows: 


The weight for one car shall be that provided as the minimum 
carload weight for the article or articles constituting the shipment, 
and for each additional car in the series that weight shall be increased 
24,000 pounds, actual or authorized estimated weight to be charged 
for when it exceeds the weight determined as specified in the fore- 
going. No series shall consist of more than four cars. If more than 
four cars are used, the additional car or cars shall be considered as 
a new series. 


Minimum Carload Weights 


The minimum carload weights specified for different articles 
subject to rule 34 in the Consolidated Freight Classification are 
based on a standard car length of 36 feet 6 inches. If a larger 
car is used for articles subject to rule 34 these minimum ecar- 
load weights are increased, except under certain conditions. 
They are not increased if the shipper orders a car 36 feet 6 
inches or less in length and the carrier furnishes a longer car, 
unless the loading capacity of the car is used, when the mini- 
mum weight is that fixed for the car actually used. If a shipper 
of articles subject to rule 34 orders a car over 36 feet 6 inches 
in length and the carrier furnishes a car of greater length than 
the one ordered, the minimum weight fixed for the ordered car 
applies unless the loading capacity of the car furnished by the 
railroad is used. If the carrier furnishes two cars in lieu of 
one ordered car having a length in excess of 36 feet 6 inches, 
“one of the cars, the longer of the two, if of different lengths 
and subject to different minimum carload weight when loaded 
singly, shall be charged the minimum weight fixed for such 
car and the remainder of the shipment loaded in or on the other 
car shall be charged at actual or estimated weight and carload 
rate, but in no case shall the total weight charged for two cars 
be less than the minimum weight fixed for the car ordered.” 

Subject to these conditions the minimum carload weights 
fixed for cars over 36 feet 6 inches in length gradually increase 
as car lengths increase in accordance with a graduated table 
set forth in section 6 of rule 34. When, for example, the mini- 
mum carload weight provided in the Consolidated Freight Classi- 
fication for an article subject to rule 34 is 30,000 pounds, the 
minimum carload weight fixed for cars longer than 36 feet 6 
inches gradually increases from 30,900 pounds for cars not over 


37 feet 6 inches long to 60,000 pounds for cars over 50 feet 6 
inches in length. 


Miscellaneous Shipping Rules 


Rule 11 provides that, unless otherwise specified, freight 
charges will be computed on the basis of gross weights. In 
case estimated weights are authorized, however, such weights 
are to be used in computing charges, and in case temporary 
blocking, racks, standards, strips, or similar bracing, dunnage, or 
supports are used, freight charges are to be governed by rule 
30. Section one of this rule states that such blocking, dunnage, 
etc., when required to protect and make carload freight secure 
for shipment, must be furnished and installed by the shipper 
at his expense, that no allowance will be made for the weight 
of such material, and that transportation charges applied to it 
will be at the rate applicable on the freight which it accom- 
panies. Section 2, however, provides that in case of flat or 
gondola cars, an allowance of the actual weight, but not more 
than 500 pounds per car, will be made for racks, stokes, stand- 
ards, strips, braces or supports used by shippers. This allow- 
ance is subject to the proviso that in no case will less than 
the minimum carload weight be charged on a carload shipment. 

The general regulations governing the application of carload 
ratings or rates are contained in rule 14. This rule provides 
that they apply “only when a carload of freight is shipped from 
one station, in or on one car, except as provided in rule 24, in 
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one day, by one shipper for delivery to one consignee at one 
destination. Only one bill of lading from one loading point and 
one freight bill shall be issued for such carload shipment. The 
minimum carload weight provided is the lowest weight on which 
the carload rating or rate will apply.” 

Rules 12, 13 and 15 contain various regulations governing 
less-than-carload charges. Those to which attention is espe- 
cially directed are the following: (1) The charge for a package 
containing more than one class of freight shall be at the rating 
provided for the highest classed freight contained in the pack- 
age. (2) The minimum charge for a single l. c. 1. shipment 


from one shipper to one consignee, unless otherwise provided, 
shall be: 


(a) If classified first class or lower, for one hundred (100) pounds 
at the class or commodity rate applicable thereto; or 

(b) If classified higher than first class, for one hundred (100) 
pounds at the first class rate; or 

(c) If the shipment contains articles in two or more classes, and 
no article is classified higher than first class, for one hundred (100) 
pounds at the rate applicable to the article taking the highest rate; 
or if one of the articles is classified higher than first class, the mini- 


mum erwe shall be for one hundred (800) pounds at the first class 
rate; but 

(d) In no case shall the charge on a single shipment be less 
than fifty (50) cents. When a less-than-carload shipment moves un- 
der a rate made by a combination of separately established rates in 
the absence of a joint through rate, whether such separately estab- 
lished rates’ are governed by the same or different classifications, 
i. e., by Official, Southern or Western classification, published herein, 
the minimum charge of fifty (50) cents will apply to the continuous 


——_ movement and not to each of the separately established 
actors. 


Rule 15 provides that the charge for an 1. c. 1. shipment 
may not exceed the charge for a minimum carload of the same 
freight at the carload rate. This, however, is subject to the 
proviso that when a shipment tendered as 1. c. l. freight and 
loaded by carriers or transported and unloaded by carriers, is 
found to be subject to the c. 1. rate, and the carriers’ tariffs 
do not provide that the cost of loading or unloading is included 
in the c. 1. rate, a charge of 2% cents for 100 pounds will be 
made for such loading and like charge for unloading, such charge 
to be based upon the actual weight of the shipment. 


Rule 13 also prescribes the minimum charge for carload 
shipments at $15 per car. This minimum, however, does not 
apply to switching charges nor to an énumerated list of articles 
consisting mainly of low-class commodities. 

Rule 16, besides defining the terms “l. c. 1” and “single 
shipments of 1. c. 1. freight,” governs “any quantity ratings.” 
It provides that “when neither ‘l. c. 1.’ nor ‘ce. 1.” is specified in 
the description of articles (or when (X) is shown in Southern 
rating columns), the rating provided shall apply on any quantity. 

Rules 18 and 19 apply to articles not specifically classified. 
The former provides that in case of articles not specifically 
provided for nor included in the classification as articles “N. O. 
I. B. N.” (not otherwise indexed by name), “carriers will apply 
the classification provided for articles which in their judgment 
are analogous.” The latter states that combination articles 
such as a combination ironing board and step ladder, when not 
specifically classified, will be charged at the rating for the high- 
est classed article of the combination. 


Rule 27 governs the loading and unloading of freight by 
shippers or consignees. The general regulation concerning 
freight moving at c. 1]. rates is that the owners are required to 
load and unload it. Owners are also required to load and un- 
load heavy or bulky freight carried at 1. c. 1. rates when it 
“cannot be handled by the regular station employes or at sth- 


tions when the carriers’ loading or unloading facilities are not 
sufficient for handling.” 


Rule 29, which was referred to above in connection with 
c. 1. shipments requiring more than one open car, also governs 
l. ec. 1 shipments requiring more than one car. A less-than-car- 
load shipment of an article which, because of length, requires 
more than one car is charged for on the basis of actual weight 
and authorized 1. c. 1. rating, but subject to a minimum of 7,500 
pounds at the first class rate for each car used. It is also pro- 
vided that articles which are too long or bulky to be loaded 
through side doors without the use of end doors or windows 
in closed cars of defined dimensions, “are subject to a minimum 
charge of 4,000 pounds at the first class rate for the entire 
shipment;” and that articles exceeding 22 feet in length and not 
exceeding 12 inches in diameter or other dimensions, are subject 
to a “minimum charge of 1,000 pounds at the first class rate 
for the entire shipment.” 


Other shipping rules published in Consolidated Freight Clas- 
sification (1) not specifically referred to in this and the preced- 
ing traffic lesson contain definitions of various terms, such as 
“knocked down,” “nested,” “in the rough,” ete.; prohibit the 
agents of carriers from acting as the agents of shippers or 
consignees in assembling or distributing freight; or specifically 
govern charges, expenses, or services in case of freight requir- 
ing refrigeration or heating, or the use of tank cars. Rates 
published in tariffs governed by the Consolidated Freight Classi- 
fication, moreover, are subject to whatever rules and charges 
covering demurrage, switching, storage, and other special serv- 
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ices or privileges are lawfully established by the carriers. The 
Consolidated Classification also provides that explosives and 
dangerous articles other than explosives must be packed, - han- 
dled and transported strictly in accordance with the special 
regulations prescribed by the Interstate Commerce Commission. 
These special rules, including those of the American Railway 
Association, are reproduced in full for the convenience of ship- 
pers and the agents of the carriers. 
Note (1)—Rules 19, 20, 22, 23, 31, 32, 33, 35, 36, 37, 38 and 39. 


LUMBER TARIFFS SUSPENDED 


The Trafic World Washington Bureay 


The Commission, in I. and S. 1545, suspended, from May 9 
until September 6, schedules in supplements Nos. 9 and 10 to 
Countiss’ I. C. C. No. 1092, which proposed to extend the ap- 
plication of the existing proportional rates on lumber and other 
forest products, from San Francisco Bay points, to apply on all 
traffic brought to those bay points, from all California coast 
points, north of San Francisco Bay, by water, regardless of 
whether the carriers by water are or are not subject to control 
by the Commission. 

Although not set forth in the memorandum for the benefit 
of the public issued by the Commission, it is understood the 
considerations that caused the Commission to suspend the pro- 
posed reduction of the proportional or transshipment rate on 
cement from the Lehigh district points to Jersey shore terminals 
from 10 to 7 cents, caused the suspension of the Countiss sup- 
plements. In both instances, it has been pointed out unofficially, 
the suspended rates would be available on traffic handled or to 
be handled by carriers not subject to the Commission. In the 
cement rate matter there was some question about the fourth 
section. Something of the same kind may be involved in the 
Countiss supplements, but the understanding is that the big 
question in it is as to whether the proportional rates should be 
thrown open for use in the transportation of traffic brought to 
the bay points by carriers not subject to the interstate commerce 
law, the charges of which are unknown to the Commission. 

Another point is that by throwing open the proportional 
rates for use in connection with any or all water-borne traffic, 
the rates may be open to traffic brought to the bay points by 
schooners owned or operated for the benefit of lumber and log- 
ging companies competing with carriers not owned by the ship- 
pers, but common carriers which have to operate in accordance 
with laws for the regulation of common carriers and thus sub- 
jected to expenses not borne by the proprietary carriers. 

During federal control the Railroad Administration limited 
the use of such proportionals strictly to traffic brought by car- 
riers by water serving points not served by carriers by railroad. 
In other words, the government, in that particular, tried to force 
all traffic to the rail routes and declined to encourage trans- 
portation by water in that way. Now the suggestion is that 
the parties to the Countiss tariffs are willing to foster trans- 
portation by water, regardless of the control of such carriers 
by water, and regardless of the points of origin, whether they 
could be served by carriers subject to the interstate commerce 
law or not. 


MO. & NOR. ARK. STOCK AND BONDS 


The Trafic World Washington Bureau 


Following its approval of a loan of $3,500,000 to the Mis- 
souri & North Arkansas Railway Co., the Commission has now 
granted the company authority to issue $3,000,000 of common 
capital stock, consisting of 30,000 shares of the par value of 
$100 each, and to issue a $5,000,000 first mortgage 15-year 6 per 
cent gold bond which will be put up with the Secretary of the 
Treasury as collateral for the loan of $3,500,000. Commissioner 
Eastman, who dissented from the decision approving the loan, 
also dissented in this case. 

Explaining the situation, the Commission said in its report: 


The Missouri & North Arkansas Railroad Company, owning and 
operating a line of railroad approximately 335 miles long, situated 
in the states of Missouri and Arkansas, was placed in the hands of a 
receiver under dates of April 1, 1912. By a decree of foreclosure 
dated February 7, 1922, entered in the United States District Court 
for the Eastern District of Arkansas, the properties, rights and fran- 
chises of the railroad company were ordered to be sold and such sale 
was set for April 10, 1922. 

The applicant proposed to purchase at such foreclosure sale these 
properties free from any and all liens and encumbrances, and will, 
pursuant to conditions prescribed in the certificate certifying the loan 
above mentioned, make an indenture of mortgage or deed of trust to 
the St. Louis Union Trust Company, to secure a $5,000,000 first mort- 
gage 15-year gold bond, to be dated April 1, 1922, to mature April 1, 
1937, and to bear interest at the rate of 6 per cent per annum, pay- 
able semi-annually on the first day of April and of October in each 
year. This bond will be pledged by the applicant with the Secretary 
of the Treasury as collateral security for the loan from the United 
States. It also proposes to issue .$3,000,000 of common capital stock 
to the organizers of the company who will pay or secure the payment 
to the applicant of $500,000 to provide working capital. The upset 
price fixed at the sale was $3,000,000, and the record indicates that 
the value of the property for rate making purposes is, materially in 
excess of that sum. As a result of the proposed reorganization, the 
outstanding capitalization of the property is scaled down from $18,- 
649,000 to $8,000,000, $5,000,000 of which will be the bond pledged as 
security for the government loan, 
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Illinois Central Terminal Plans 





Actual work on the extensive improvements in the Chicago 
terminals of the Illinois Central will begin as soon as the appli- 
cation of that road to the Interstate Commerce Commission, for 
authority to issue and sell $10,929,600 of its preferred stock, 
which was made this week, is approved. 


This issue of stock will, however, do little more than pro- 
vide for the beginning of the work. According to D. J. Brumley, 
chief engineer in charge of the Chicago terminal plans, several 
times that amount will be required to pay for the complete 
plan. 


Roughly speaking the plan as provided for in the lake 
front ordinance, passed by the Chicago city council in July, 1919, 
and accepted by the railroad company and the Secretary of War 
in the following year, contemplates three things: First, the 
electrification of all the activities of the Illinois Central within 
the city limits of Chicago; second, changes in grade and segrega- 
tion of tracks and the building of a connecting line in a north- 
easterly direction across the lower part of the city; and third, 
the construction of a new general passenger terminal and a new 
suburban terminal in the down-town district. 


Work on the grading and segregation project will be begun 
soon. It is planned to lower the entire right of way, which is 
200 feet wide, for about two miles through the parks at the south 
end of the city fourteen feet, so as to allow the construction of 
three viaducts. Immediately south of this new level the grade 
must be raised to provide for a subway. In connection with 
this grading project, it is planned to carry out the segregation 
of the tracks, so that when the electrification of the lines is car- 
ried out, expensive and dangerous shiftings of high-power elec- 
tric leads will not be necessary. 


When the segregation of tracks has been completed there 
will be two industrial tracks at the west side of the right of way; 
adjacent thereto will be the six suburban passenger tracks, then 
the four through passenger tracks, and at the east side three 
freight tracks. The industrial tracks will be placed on the west 
side because in the area in which these improvements are to be 
made there are no industries on the east side of the track. A 
complete double cross-over will be provided at the southern end 
of the improvement. 


The ordinance provides that the electrification of the rail- 
road be accomplished by progressive steps. The suburban service 
is to be electrified by 1927 and the freight service north of Roose- 
velt Road by 1930. By 1935 the remainder of the freight service 
is to be electrified to the city limits, and in another 5-year period, 
under certain conditions, the through passenger service in the 
city is to be electrified. 


In connection with the electrification of its freight service 
horth of Roosevelt Road, the railway company proposes to re 
build entirely its freight facilities north of Randolph Street. 
These will consist of new modern freight houses with warehouses, 
team tracks, etc. Authority has been issued by all of the con- 
trolling government agencies to fill the five slips connecting the 
Tailway company’s property with the Chicago River and Lake 
Michigan, These slips will be filled and the land thus made used 
In the freight development scheme. 

The interests of lake commerce have been safeguarded by the 
Creation of harbor district No. 3, east of the new park area. 
In order that this may be accessible, railway connections will be 
Provided between the harbor district and the Illinois Central 
tracks. Provision also is made for the use of these connections 
by foreign railroads. Three viaducts and one subway across the 








property of the railway company will furnish ample means of 
approach to the harbor district for vehicular traffic. 

Until it is known how many of the other roads entering 
Chicago will become tenants of the new passenger verminal, ac. 
curate information regarding it cannot be obtained. The Illinois 
Central will require the fifteen tracks previously referred to, and 
can build them on one level. Tentative plans for the station pro- 
vide for three levels, if necessary. The ordinance of the city pro- 
vided for the accommodation of all the lines entering the three 
other southern stations in Chicago in the new lake-front ter- 
minal. This was done by giving permission to construct a con- 
necting line, known as the Highteenth Street connection, which 
would replace what is now known as the St. Charles Air Line. 
That line has not sufficient capacity to take care of traffic from 
other lines into the lake front terminal, and its junction with 
the Illinois Central tracks is too far north to accommodate the 
connections into the new station. 

The new passenger station will be in approximately the lo- 
cation of the present station. Immediately to the east there has 
already been built, partially on land provided by the Illinois 
Central, the Field Museum of Natural History, as shown in the 
accompanying illustration. About 45 more acres of park will be 
constructed immediately behind this structure and adjacent to 
the railroad’s right of way. Tentative plans have also been be- 
gun for the construction of a huge municipal stadium in this 
park. 


The roads entering Chicago from the south, a large number, 
if not all of which the city hopes to persuade to use the new 
lake front terminal, thus clearing a large number of tracks from 
the down-town district, are grouped as follows: Dearborn Sta: 
tion group; C. & W. I., Wabash, C. & E. I., Monon, Grand 
Trunk and C. & O.; LaSalle Street Station group, C., R. I. & P., 
N. Y. C., and Nickel Plate; Grand Central Station group, B. & O., 
Pere Marquette, and Soo. 


An important step undertaken in preparation for electrifica- 
ton is the construction of Markham Yard near Homewood. This 
project, when completed, will give to the Illinois Central one of 
the largest trunk line hump classification yards in the world and 
will be used to classify all Illinois Central freight, inbound and 
outbound, except western line business. Interchange between 
steam and electric motive power for the freight service will be 
made at this yard. 

With regard to the application for the issuance of the stock, 
the company says it has made an agreement with Kuhn, Loeb & 
Co. to underwrite or cause to be underwritten the subscription 
by the holders of I. C. common stock to $7,759,600 of the pre- 
ferred stock, and to take or find purchasers for any part of the 
preferred stock not subscribed for by the holders of the common 
stock. For this service the Illinois Central will pay an amount 
equal to 3% per cent of the par value of the $7,759,600 of pre- 
ferred stock so underwritten. 


G. F. & A. BOAT LINE ABANDONMENT 

The Georgia, Florida & Alabama Railway Co. has applied to 
the Commission for authority to abandon its lines of water trans- 
portation from Carrabelle to Apalachicola, Fla., because it is 
unprofitable at the present time, has been unprofitable for many 
years, and there are no prospects that it will become préfitable 
in the future. The company has operated the boat line in con- 
nection with its rail line which runs from Richland, Ga., to 
Carrabelle, Fla. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 

System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
By * 





LOSS OF OR INJURY TO GOODS 


Admission of Evidence Held Harmless Where Not Affecting 

Result: 

(Court of Civil Appeals of Texas, Texarkana.) In action 
against carrier for damages for failure to furnish car on fixed 
date, admission of evidence of defendant that he told agent 
that he had the potatoes, which were to be loaded into the car, 
sold to be delivered not later than stated date, held harmless, 
though not admissible under the pleadings, where record shows 
that plaintiff recovered only what the undisputed evidence shows 
was the result from failure to furnish the car at the time agreed 
upon.—Davis, Director-General of Railroads, vs. Gee, 238 S. W. 
Rep. 735. 

Agreement to Furnish Car at Designated Time for Shipment to 

No Particular Place Need Not Be in Writing: 

An agreement of a carrier to furnish a car at a designated 
time for shipment to no particular place need not be in writing, 
as required by the federal statute.—Ibid. 

Where Title to Goods Is Retained by Seller for Security Only 

Buyer May Sue Carrier for Loss: 

(Supreme Court, Appellate Term, First Department.) In 
view of personal property law, section 101, subd. 2, providing 
that, where title to goods shipped is by the bill of lading re- 
tained by the seller, his property therein shall be deemed only 
for the purpose of securing performance by the buyer, where 
a shipment of potatoes, accompanied by a bill of lading running 
to the seller with draft attached, was injured in transit, the 
carrier was liable to the buyer for damages resulting from 
negligence.—Kleinhans vs. Canadian Pac. Ry. Co., 193 N. Y. S. 25. 
Proof that Box in Which Goods Were Shipped Was Empty 

When Delivered Made Question for Jury Against Delivering 

Carrier: 

(Supreme Court of North Carolina.) Proof that the box 
in which goods were shipped was empty when delivered to the 
consignee by the terminal carrier made a question for the jury 
and required the carrier to elect between introducing testimony 
in exoneration and risking an adverse verdict on plaintiff’s evi- 
dence.—M. V. Moore & Co. vs. Southern Ry. Co., 111 S. E. Rep. 
166. 


Presumption that Liability Is Common-Law Liability and Burden 
on Party Claiming Different Liability: 

As a general rule, the liability of a common carrier is pre- 
sumed to be its common-law liability, and any party attempting 
to prove otherwise carries the burden of showing facts and 
circumstances which change or affect such liability.—Ibid. 


Liable at Common Law for Loss or Damage Not Due to Act of 

God, Etc.: 

At common law a carrier was liable for loss or damage to 
property in its possession not due to the act of God, the fault 
of the shipper, or the inherent nature or quality of goods.—Ibid. 
A Carrier Is Liable Only for Its Own Negligence in Absence of 

Contract or Statute Changing Rule: 

In the absence of any contract or partnership agreement 
or constitutional or statutory provision, a common carrier is 
not required to transport goods beyond its line, and its obliga- 
tion extends only to carriage to the end of its route and delivery 
to the consignee or next succeeding carrier, and the carrier, 
whether initial, intermediate, or terminal, is liable only for such 
loss or damage as results from its own negligence.—Ibid. 
Carmack Amendment in Saving Rights Under “Existing Law” 

Means Existing Federal Law: 

Under the Carmack amendment to the Hepburn act (U. S. 
Comp. St., sec. 8604a, 8604aa), providing that nothing therein 
shall deprive any holder of the receipt or bill of lading therein 
mentioned of any remedy or right of action which he has under 
“existing law,’ the “existing law” referred to is the existing 
federal law.—Ibid. 


Under Federal Law Receiving Carrier Is Liable for Loss or 

Injury on Connecting Lines: 

Under the Carmack amendment to the Hepburn act (U. S. 
Comp. St., sec. 8604a, 8604aa), requiring interstate carriers to 
issue a receipt or bill of lading and making the carrier liable 
to the lawful holder for loss, damage, or injury, the receiving 
carrier is conclusively treated as having made a through con- 
tract and will be liable for loss or injury on any connecting 
line on the principle that each connecting carrier is made the 
agent of the initial carrier.—Ibid. 

Connecting Lines Not Liable for Initial Carrier’s Negligence 

Under Federal Law: 

The Carmack amendment to the Hepburn act (U. S. Comp. 
St., sec. 8604a, 8604aa) does not expressly or impliedly make 
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intermediate and terminal carriers the agents of the receiving 

carrier so as to make them liable in damages for the negligence 

of the initial carrier.—Ibid. 

No Recovery Against Delivering Carrier on Partnership or 
Special Contract When Not Alleged Though Proved: 
Where the complaint did not allege a partnership between 

connecting carriers or special contract for joint transportation, 
but merely alleged delivery to the receiving carrier for trans- 
portation by it and connecting carriers under a bill of lading, 
proof of a partnership or special contract was incompetent and 
would not support a recovery, and liability depended on the legal 
import of the bill of lading itself.—Ibid. 

Under Bill of Lading Initial Carrier Not Connecting Carrier's 
Agent so as to Impose Liability for Its Negligence: 

Under a bill of lading for transportation. of goods from New 
York to Asheville, N. C., providing that no carrier should be 
liable for loss, damage, or injury not occurring on its own road, 
except as liability might be imposed by law, the initial carrier 
was not the agent of the connecting lines so as to make the 
terminal carrier liable for the initial carrier’s negligence.—Ibid. 
Bill of Lading Excluding Liability for Loss or Injury on Con. 

necting Lines Does Not Limit Common-Law Liability: 

A provision in an interstate bill of lading that no carrier 
should be liable for loss, damage, or injury not occurring on 
its own road, etc., except as liability might be imposed by law, 
was not a limitation of the carrier’s common-law liability, as 
there was no common-law liability on a carrier for loss or dam- 
age not occurring on its own line and not caused by its own 
negligence.—Ibid. 

Burden on Carrier to Shéw Failure of Shipper to Give Notice 
of Injury as Required by Bill of Lading Pleaded and Proved 
by It: 

(Court of Appeals of Georgia, Division No. 2.) While a 
stipulation in a contract for the shipment of live stock that 
“before the property is removed from the possession of the 
carrier or mingled with other property, the shipper, owner or 
consignee shall inform in writing the delivering carrier of any 
injury to the property,” is reasonable and valid, so that, in the 
absence of any express or implied waiver of it by the carrier, 
a recovery could not be legally had from the carrier for such 
an injury, where the evidence shows that the plaintiff did not 
comply with the stipulation (Southern Ry. Co. vs. Tollerson, 
129 Ga. 647, 59 S. E. 799; Roberts vs. Ga., etc., Ry. Co., 10 Ga. 
App. 100, 72 S. E. 942), yet where the plaintiff does not sue 
upon the express contract of affreightment, but brings his action 
in tort, and where it is the carrier who sets up by its plea and 
introduces in evidence the bill of lading with its stipulation as 
to notice, the burden of proof lies upon the carrier to sustain 
its affirmative plea and defense by showing the failure of the 
plaintiff consignee, the shipper and the owner, to give the notice 
thus required. Southern Ry. Co. vs. Bunch, 27 Ga. App. 689, 109 
S. E. 523. The carrier here failed to offer such proof.—Payne, 
Agent, vs. Duncan & Nelms, 111 S. E. Rep. 209. 


Stipulation in Contract Held Not to Relieve Carrier of Negli- 
gence in Failing to Provide Proper Facilities for Unloading; 
Risk in Unloading Assumed by Shipper Knowing of Inade- 
quate Facilities, but Undertaking to Unload: 

While it has been held that a carrier of live stock may by 
special contract make reasonable stipulations in reference to 
matters which are merely incidental to the transportation of 
the animals, such as loading and unloading and caring for the 
stock, it is not the law that such a stipulation, obligating the 
shipper to unload the animals from the car at his own risk and 
expense, and providing that any helpers which might be fur- 
nished by the carrier for the shipper’s accommodation should 
be “deemed employes of the shipper” while so engaged, can be 
construed as relieving the carrier from the result of what might 
be deemed to be its own negligence in failing to provide safe 
and proper facilities for unloading the stock. Brannon vs. At- 
lanta, etc., R. Co., 4 Ga. App. 749, 751, 62 S. E. 468; Cranor 
vs. Southern R. Co., 138 Ga. App. 86 (2), 78 S. E. 1014. But 
where, as here, it is shown without dispute that the alleged 
inadequate facilities for unloading were known to the shipper, 
but he nevertheless undertook through his own special agent to 
unload the stock himself, according to a mode and method ac- 
quiesced in by him, then and in such event the risk of their 
being thus injured must be taken to have been assumed by the 
shipper (Brannon vs. Atlanta, etc., R. Co., supra, 4 Ga. App. 752, 
62 S. E. 468); and it therefore follows that the verdict and 
judgment for the plaintiffs is without evidence to support it.— 
Ibid. 

DELAY IN TRANSPORTATION OR DELIVERY 


Burden of Disproving Negligent Delay of Express Shipment 

Held Shifted to Express Company: 

(Supreme Court of Michigan.) In action against express 
company for loss from delay of shipment of carlot of milk and 
cream, evidence that the time actually consumed was at least 
three times the usual running time, that for most of the route 
the car was carried in freight trains, instead of by express 
service, etc., made out a prima facie case of negligence, casting 
the burden upon defendant of showing the delay arose from 
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some other cause than its negligence, although the contract 
was made “subject to delay on account of congestion;” and it 
was upon defendant to prove an emergency justifying deviation 
of the car from express service to freight service——Purity Ice 
Cream & Dairy Co. vs. Adams Express Co., 187 N. W. Rep. 296. 
Evidence Held Not Show Congestion Relied on as a Defense in 

Action for Loss from Delay: 

In action against express company for loss from delay of 
shipment of carlot of milk and cream, the shipping contract 
being made “subject to delay on account of congestion,” and 
the shipment being made in a regular express car secured there- 
for, in which or its equipment no defect was claimed, and which 
car, without reason apparent therefor, was carried most of the 
route in freight trains, instead of by express service, defend- 
ant’s evidence, to show congestion, consisting of testimony of 
congestion of less-than-carlot shipments, of a scarcity of express 
cars, and of general congestion of freight, held to afford no 
justification of the delay sued for.—Ibid. 

Where Evidence Uncontroverted as to Delay, the Issue May Be 

Decided by Court: 

Although generally what is a reasonable time for transporta- 
tion and the reasonableness and sufficiency of excuse for delay 
are for the jury, yet, where the evidence is uncontroverted, the 
question may be treated as one of law.—Ibid. 

Error in Instruction as to Carrier’s Delay Held Harmless: 

In action against express company for loss from delay of 
shipment of carlot of milk and cream, where there was no 
evidence controverting the plaintiff’s prima facie showing of 
negligent delay, the court might have held defendant negligent 
as a matter of law; hence an inadvertent statement in the charge 
as to the degree of care, relieving the carrier from liability if 
it “did everything in its power to forward” the shipment, was 
not prejudicial to it.—Ibid. 


BILLS OF LADING 


Buyer’s Transfer of Bill of Lading to Third Person Held to 
Transfer Title, But Not to Assign Buyer’s Contract with 
Seller: 

(Supreme Court of Mississippi.) The transfer by the pur- 
chaser of goods shipped to him by the seller of the bill of lading 
therefor to a third person, while the goods are in possession of 
the transportation company, transfers to the third person the 
title to the goods, but does not operate as an assignment of the 
purchaser’s contract with the seller.—Itzig Co. vs. First Nat. 
Bank of Broadway, Va., et al., 91 So. Rep. 15. 

Carrier, Diverting Shipment at Request of Consignor, Held 
Liable to Consignee, Who Had Paid Draft: 

(Supreme Court, Appellate Division, First Department.) 
Where consignees paid a draft attached to a bill of lading for 
a carload of poultry consigned to them, and received the bill of 
lading, but carrier, at request of shipper, without notice to and 
without surrender of the original bill of lading, struck out con- 
signees’ names from the original waybills, substituted the name 
of shipper as consignee, and diverted the shipment to another 
city, held that the carrier was answerable to the original con- 
signees in damages for loss resulting to them from the. change 
in the shipment.—Fleck & Hillman vs. Wabash Ry. Co., 193 
N, Y.-B. Bou. 

Carrier Diverting Goods Held Estopped, Under Principle as to 
Suffering Loss by Persons Equally Blameless: 

Where consignees, on paying a draft, received a bill of 
lading for shipment of poultry, they had a right to rely on the 
representations made therein, and where the carrier, at the 
request of the shipper, and without notice to the consignees, 
struck out the names of the consignees from the waybill, and 
diverted the goods to another consignee, it was liable to the 
original consignees, on the principle that, where one of two 
innocent parties must bear a loss, the loss should fall on the 
party originally responsible for causing it.—Ibid. 


CARRIAGE OF LIVE STOCK 


Market Value at Place of Delivery Controls as to Damages: 

(Supreme Court of New Mexico.) in the absence of special 
contract, the market value of property at the place of delivery 
or location controls, if there was such value there on the day 
In question.—Diamond X Land & Cattle Co. vs. Director-General 
of Railroads et al., 205 P. Rep. 267. 

Value May Be Established Although No Market Value Exists: 

Market value, where such exists, affords the most satisfac- 
tory evidence, but value may be established notwithstanding that 
no market value exists.—Ibid. 

Exclusion of Evidence Cannot Be Attacked in Absence of Offer 

Of Proof: 

In the absence of an offer of proof, action of the trial court 
in excluding evidence cannot be attacked on appeal.—Ibid. 
Instructions Covered Properly Refused: 

Where requested instructions have been covered by the 
— charge to the jury, there is no error in refusing them.— 

id. 


Shipper’s Duty as to Feeding and Watering Stock in Transit 
Stated: 


The duty devolves upon the shipper, where such shipment 
ccompanied by caretakers, to feed and water such animals 


is a 
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if the railroad company stops its trains at suitable places and 
affords an opportunity of so doing to the shipper, and, even 
though the railroad company may unload the animals for the 
purpose of feeding and watering the same where facilities for 
such purpose do not exist, it is the duty of the shipper to render 
such assistance as is possible in caring for the animals and miti- 
gating the damage which may be sustained.—Ibid. 

Not Liable for Negligence During Federal Control: 

Railroad companies whose lines and facilities were taken 
over by the Railroad Administration established by the Presi- 
dent in December, 1917, under the act of Congress (U. S. Comp. 
St., section 1974a), were not liable for the acts of omission or 
commission of the agents and servants of the Director-General 
in operating such railroads.—Ibid. 

Where General Verdict Was on Theory of Absence of Negli- 
gence, Instruction on Values of Shipment Harmless: 
(Court of Civil Appeals of Texas, El Paso.) In an action 

for damages to a shipment of sheep for alleged mishandling 

by a railroad, a charge that “unless you find from a preponder- 
ance of evidence that the sheep would have a market value at 
destination had they been shipped with ordinary care and dis- 
patch, you will find for defendant,” while in effect a peremptory 
instruction for defendant in the event the jury found the sheep 
had no market value, was not reversible error, because the 
general verdict was not based on value, but on the theory that 
there was no negligence.—Croom vs. Galveston, H. & S. A. Ry. 

Co., 238 S. W. Rep. 733. 

In a Suit for Damage to Sheep, Held Requested Instruction on 
Duty to Care for Shipment of Weak and Poor Sheep Should 
Have Been Given: 

Where, in an action for damage growing out of a shipment 
of sheep alleged mishandled, an instruction that, if the jury 
found that the sheep were weak and poor when shipped, and 
that their death en route and condition at destination was due 
to those causes, and not to negligence of the railroad, to find 
for defendant, was given, a requested instruction that, even if 
the sheep were weak and poor, it was nevertheless the duty of 
the carrier to use ordinary care to transport them, and to re- 
turn a verdict for plaintiff if the evidence showed failure to 
use such care, and injury as a proximate result, should have 
been given, especially in view of opinion evidence as to the 
condition of the sheep being due to lack of care prior to time 
of shipment from witnessés living at the point of delivery, who 
had not seen the sheep before that time, and knew nothing as 
to how they were handled.—Ibid. 

Release of Liability for Delay to Furnish Cars for Interstate 
Shipment Held Without Consideration, and Void: 

(St. Louis Court of Appeals, Missouri.) A contract to fur- 
nish cars for an interstate shipment is governed by federal law, 
and only the legal rate can be charged, and so a release therein 
of liability for delay in consideration of the rate is without con- 
sideration, and void.—Grass et al. vs. St. Louis-San Francisco 
Ry. Co., 238 S. W. Rep. 551. 

Not An Insurer of Live Stock; Not Liable for Injuries Arising 
from Inherent Nature and Propensities of Animals: 
(Supreme Court of Appeals of West Virginia.) A carrier 

is not an insurer of live stock delivered to it for transportation 

as in the case of inanimate property. For injuries to such live 
stock shipments arising from the inherent nature or propensities 
of the animals the carrier is not liable—Talbott vs. Payne, 

Director-General of Railroads, 111 S. E. Rep. 328. 


Where Animals Found Dead at Destination Were Shown to Have 
Been in Good Condition and Properly Loaded and Carried 
Promptly Without Accident, Result Attributed to Animals’ 
Propensities: 

Where it is shown that a shipment of live stock was in 
good condition when delivered to a carrier; that the car was not 
improperly loaded, where the loading was done by the shipper; 
that the car was promptly and expeditiously moved from the 
initial point to destination without any accident to the train 
carrying the same; and that no injury could have occurred to 
such stock from negligence in the transportation thereof, not- 
withstanding which it is found that some of the stock are dead 
upon arrival at destination—such result will be attributed to the 
inherent nature or propensities of the animals, and not to the 
negligence of the carrier.—Ibid. 


Shipper Not Barred from Suing for Loss to Interstate Shipment 

Because Failing to File Claim as Per Contract: 

A shipper is not barred from maintaining a suit against 
the carrier to recover for a loss to an interstate shipment of 
live stock occasioned by the carrier’s negligence, because he did 
not file his claim with the carrier within four months, as pro- 
vided by the live stock contract, the federal interstate commerce 
act providing that no such notice shall be required in such case 
as a condition precedent to recover.—lIbid. 


G. M. & N. ABANDONMENT 


The Gulf, Mobile & Northern Railroad Company has applied 
to the Commission for authority to abandon 3.4 miles of a branch 
line in Green and Wayne counties, Miss., north of Piave, Miss. 
The line served a sawmill, the operation of which has been 
abandoned. 
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Shipment Under Clean Bill of Lading Imports Obligation to 

Stow Under Deck: 

(Circuit Court of Appeals, Second Circuit.) Where goods 
are shipped under a clean bill of lading, the obligation is that 
they are to be put under deck, unless there is an express written 
agreement to the contrary, or a custom-to the contrary is proven. 
—The Sarnia, 278 Fed. Rep. 459. 

Carrier May Prove Agreement for Deck Stowage, Where Bill of 

Lading Is Silent: 

Where a bill of lading is silent as to stowage, the shipowner 
may prove an agreement for deck carriage when a claim for loss 
is made.—Ibid. 

Breach of Contract to Stow Goods Under Deck, Causing Damage, 

Held to Vitiate Valuation Clause of Bill of Lading: 

When a shipowner issues a bill of lading which calls for 
shipment under deck, and then carries the goods on deck, and 
by reason of their exposed position they are damaged, his 
breach of the contract deprives him of the benefit of the valua- 
tion clause in the bill of lading.—Ibid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Writ Not Issued to Compel Owners Without Financial Re- 
sources to Operate Railroad: 


(Supreme Court of Mississippi.) Where a railroad corpora- 
tion has no equipment of any kind, no funds, and no source from 
which it can derive funds, and its sole asset is an abandoned 
line of road originally 11 miles long and constructed with second- 
class light rails, suitable only for a logging road, and 314 miles 
of this road had been already taken up, and the balance is in 
such condition that it will have to be entirely rebuilt before it 
can be operated, a writ of mandamus will not be issued to 
compel, or attempting to compel, such corporation to rebuild. 
equip and operate such road, since without money or financial 
resources of any kind, the corporation would be unable to com- 
ply with such order, and its issuance would avail nothing.—State 
ex rel. Collins vs. Leland Southwestern R. Co. et al., 91 So. 
Rep. 7. 


Discontinuance of Branch Line Held Justified: 

Where a branch line of railroad 11 miles long had been con- 
structed through a forest, and operated principally as a logging 
road, and, after all the timber adjacent thereto had been cut 
and removed except such as was suitable only for ties and 
staves, such road had been abandoned and one-third of the 
track taken up, and the balance of the road was in such condi- 
tion that it could not be operated as a common carrier without 
being entirely rebuilt, and where the territory to be served by 
such road was already afforded ample railroad facilities by two 
main lines of road, and there was no prospective traffic which 
would make it possible to operate it except at a heavy loss, and 
the population to be served by such branch road was very 
small, and no investments have been made, and no development 
has resulted, on account of the existence of such road, and it was 
clear from the evidence that there was no public need to be 
served by the road and no reasonable expectation of present or 
future traffic which would justify the expenditure required for 
its construction, equipment and operation, mandamus to compel 
the reconstruction and operation of such branch road was prop- 
erly denied.—Ibid. 


Plaintiff Must Recover on Cause of Action Pleaded; No Recovery 
on Quantum Meruit, When Express Contract Pleaded; Rail- 
road in No Contractual Relationship to Parties to Whom 
Another Road Furnishes a Car: 

(Court of Appeals of Georgia, Division No. 2.) A plaintiff 
must recover upon the cause of action as laid in the petition. 
Napier vs. Strong. 19 Ga. App. 401 (2), 91 S. E., 579. In the 
instant case the petition is in one count, and sues for a “debt 
contracted with petitioner” upon defendant’s “obligation to pay” 
$1 per day for the use of a described car. Having thus sued 
on an express contract to pay a certain amount, the plaintiff 
was not entitled to recover on a quantum meruit. Frierson vs. 
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Fincher, 134 Ga. 113, 67 S. E. 541; Baldwin vs. Lessner, 8 Ga. 71; 
Haywood vs. Perkins, 142 Ga. 168, 82 S. E. 544; Sylvania R. Co. 
vs. Sylvania Lumber Co., 8 Ga. App. 656, 70 S. BE. 51; Shropshire 
vs. Heard, 27 Ga. App. 256, 107 S. E. 892. Moreover, even if the 
petition could be construed as being an action on a quantum 
meruit, the evidence fails to disclose any sort of actual or im- 
plied contractual relationship between the plaintiff and the de. 
fendant from which a promise to pay could be implied, since it 
appears that the car was in fact furnished by a different railroad 
company, and there is nothing to indicate that the defendant 
asked for or accepted the car from the plaintiff, or that in its 
dealings with the other company it was in fact dealing with the 
plaintiff through its agent—Seaboard Air Line ‘Ry. Co. vs. Hen- 
derson Lumber Co., 111 S. E. Rep. 220. 


SHIPMENTS TO GOVERNMENT 


The Interstate Commerce Commission has been enjoined 
from enforcing its decision in docket No. 12132, Tennessee 
rates, fares and charges, in so far as it concerns stone and 
gravel, in carloads, for use on public highways and consigned 
to federal, state, or municipal governments. The injunction 
and the voiding of parts of the order were based on that part 
of section 22 of the interstate commerce act which permits the 
“carriage, storage or handling of property free or at reduced 
rates for the United States, state or municipal governments.” 


The matter was taken into the United States district court, 
for the middle district of Tennessee, at Nashville, by J. 0. 
Hendley for the state of Tennessee and the Railroad and Public 
Utilities Commission of Tennessee, and several Tennessee rail- 
roads became parties by intervention. The opinion and the 
order were handed down by Circuit Judge A. C. Denison and 
District Judges E. T. Sanford and J. W. Ross. They said, in 
part: 


Sections 2 and 3 of the interstate commerce act, both before and 
after the amendment of February 28, 1920, forbid ‘discrimination in 
rates between persons with reference to like services in like traffic 
under similar circumstances and conditions, and forbid undue or un- 
reasonable preference to any person or corporation or in respect to 
any particular traffic. Section 22 expressly permits not merely 
reduced rates in favor of particular named persons but even free 
earriage. It is the contention of the United States that when these 
three sections are read together, section 22 is so modified by sections 
2 and 3 that it remains for the Commision to decide whether a 
preference which might arise under section 22, nevertheless might 
involve the preciously forbidden discrimination or advantage. We 
cannot give this construction. In Interstate Commerce Commission 
vs. Baltimore & Ohio Railroad Company, 145 U. S. 263, 278, section 
22 was under consideration and it was expressly said that, even in 
the absence of this section free or reduced transportation for the 
property of the United States or states or municipal governments 
would not necessarily be an unjust discrimination. This is obvious, 
if for no other reason than because freight charges which are paid 
by the public must in one way or another be assessed back against 
the public, including the railroads, in the form of taxes, as well as 
because transportation for the public may be exacted in partial con- 
sideration for the public rights which the carrier has received. It 
cannot be thought that transportation furnished to private shippers 
and that furnished to the public are given under substantially similar 
circumstances and conditions. Hence it cannot necessarily follow that 
every discrimination is unjust. We think it should be inferred that 
section 22 is a legislative declaration of the fact recognized in the 
case just cited, and that its effect is to leave the Commission without 
jurisdiction to forbid the railroads from carrying freight for the 
public at a less price than it charges individuals for the same car- 
riage of the same freight; in other words, it excludes this particular 
traffic from the rate structure which the Commission is authorized 
to erect and control; in still other words, there is freedom of dis- 
crimination. 

The conclusion does not necessarily make it improper that such 
reduced rates should be given pursuant to a tariff regularly filed or 
should be subject to a measure of regulation and supervision, so that 
the authorized preference may not be abused or may not become a 
pretext or cover for some forbidden discrimination; but the reported 
actions of the Commission, so for as brought to our attention, do not 
claim such right of regulation, except that it may fix a maximum. 
(U. S. vs. Alamaba Ry., 40 I. C. C. 405.) 


Of course, this giving of a preference under section 22 is wholly 
permissive; the section does not confer upon any municipality the 
right to demand a preference. Nevertheless, the existence of the 
power is of value to the municipalities. They thereby get the right 
to competition in rates among the carriers for this traffic. The car- 
riers at present do not wish to compete in this particular, but any 
order which prevents them from so doing whenever they may desire 
to operates directly to prejudice and destroy the municipal right 
which is recognized and preserved by section 22. 


What has so far been said leads to the conclusion that the Inter- 
state Commerce Commission would be without authority to make an 
order, applicable solely to the interstate traffic, and forbidding 4a 
preferential rate to a state or a city or county. The right of this 
Commission to regulate or fix an intrastate rate, whether arising 
under the former laws or under the transportation act of 1920, is 
collateral and incidental to its rights to regulate interstate traffic; 
the branch may overhang the intrastate field only because the branch 
is essential to the maintenance of the tree planted in interstate soil. 
The incident cannot exist without the principal fact to which it is 
collateral; the branch cannot keep its position if there is no tree. 
The Interstate Commerce Commission’s whole power to regulate 
interstate commerce is modified by the exception that it may not 
forbid discrimination in favor of a state. Its power to control intra- 
state commerce is modified by the exception that it may not forbid 
discrimination in favor of a state. Its power to control intrastate 
commerce must be modified by the same exception. 


It is considered probable that the Commission, the carriers, 
or both, will appeal the case, but no definite statement to that 
effect has as yet been made. 
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MISQUOT ATION OF R ATES could easily be entered into and the penalty therefor could 


easily be avoided. This for the reason that the freight tariffs 
Editor The Traffic World: naming the lawful rates are in, perhaps, a more confused and 
Referring to H. R. 11322, a bill introduced in Congress by confusing form than they have ever been, due largely to the 
Congressman Purnell of Indiana, referred to on page 1 of the many changes forward and backward which have taken place 
Daily Traffic World of April 20, 1922: This’ bill proposes to during recent years. And since there are often two or three 
make the carriers liable for damages resulting from written different rates, and two or three different ways of arriving at 
misquotation of freight rates. I think the Traffic League should the rates, it would be easy enough for the railroad company to 
oppose the passage of such a bill and should have the support quote a shipper a rate of what the agent thought it ought to be, 
of The Traffic World and other publications devoted to traffic 
and transportation matters. 
It occurs to me that such a law would complicate matters 


even worse than they are complicated now. It would simply in ~~ 

open the way for a very dangerous kind of competition as be- = a is ons N E WwW W AY 
tween shippers. One manufacturer or shipper could obtain a wd cooutaeeniias a Use the 1921 Model 
written rate quotation from a railroad agent on which he could ler signee. 

underbid his competitors, who might have traffic managers of E St | Seal 
their own and who might know what the lawful rate — and } Na ar ee S 
bid accordingly. The manufacturer basing his bid on the rate | (jj >I) Ke! mad? 

quoted him by the railroad agent, even though the quoted rate =, ‘A C hy When Shipping Carloads of 


were less than the lawful rate, would get the benefit of it and 
would be able to take the business from the other competitors 
at a higher net price than they were asking. 





Automobiles, Flour, 


Grain, Steel, Everything 








With the recent return of the old-time keenness of com- ms Someone tampered with ciitiininita alii 
petition among the carriers, connivance with a friendly shipper f a le a nything w tek a me taken out. 
| reaks it. @ 
— Prevent the necessity of claims by elimi- 
POSITIONS WANTED OR OPEN : seedssie-rascnsoniunnnalata 
i” — Send full shipments and know 
: us =») : they will get there 
GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND Sa y 
and pie Pape hota age > to the lentes] mothe 4 getting = a The Edgar Steel Seal & 
men an e positions in touch w each other. e rates for . REN 
classified advertisements are as follows: First insertion, $1.00 per line, Mfg. Company, eae . 





minimum charge $3.00; succeeding insertions, per line, 50c; 10 words to 
the line; numbers and abbreviations counted as words; 6 point type; 
payable in advance. Answers to keyed advertisements forwarded free 
and_all correspondence held in strict confidence. THE TRAFFIC a 
WORLD, 418 South Market Street, Chicago, Ill. 








POSITION WANTED—By trained Traffic Executive, Six years’ Tl P e° V ] 
experience. amiliar wi a etails o omestic an oreign ship- 
ping. Thorough knowledge of rate and claim adjustment and pro- e ower In O ume 


cedure. Now employed. Seeks change to position with greater op- 


portunity. Salary secondary. Address T. H. A. 443, Traffic World, The total volume of our bookings is so great that 

£0. . . . 

mee mceneereennemrseerennamennanninecliihii we are enabled to offer our clients impartially the 
1ON —Experienced traffic and rate man, and j i i 

conversant with fundamentals of transportation law. Desires posi- lowest freight and insurance rates obtainable. 

=. = Fe amsngl of commerce or industry. Address FA-1, Traffic Your shipment—from a case toa cargo—can 

orid, icago. 


secure this advantage—if you ship through Andrews. 


POSITION WANTED—As Traffic Manager or assistant by experi- 66 
enced rate clerk. Thirteen years’ experience in various phases of rail- Send for our booklet What We Do and How 
way and industrial traffic. Thorough knowledge of freight rates. High We Do It. 


school graduate. Age 33. Married. Best of references. Address H. ; 
A. N. 445, Traffic World, Chicago. Established 1884 


POSITION WANTED—Young man, 27, one year office experience, D. = ANDREWS & CO., Inc. 


not afraid of work, desires position with chances for advancement in 








traffic department industrial concern. Address O. C. G., Traffic World, 27-29 Water Street, New York 
icago. Boston Office Philadelphia Office 
FOR SALE—Several cars No. 1 Oak Railroad Cross Ties, Switch 44 Broad Street 768 Drexel Building 


Timbers, Bridge and Crossing Plank for immediate shipment. L. E 
PEARSON, Edwardsburg, Mich. 


CHESAPEAKE & CURTIS BAY RAILROAD 


General Offices, BALTIMORE, MD. New York Offices, 90 West St., New York 


















R. R. @OVIN, President, 90 West Street, New York. E. A. FALL, Freight and Traffic Manager, 96 West Street, New York. 

R. D. UPHAM, First Vice President, 90 West Street, New York. . © DRANEY, Assistant Freight and Traffic Manager, 90 West Street, New 

0. E. THURBER, Second Vice-President, 90 West Street, New York. York. . 

—_— = a yy og President, in charge of Operation and Traffic, 4. iene BOYD, General Counsel, Builders’ Exchange Bldg., Baltimore, 
» New York. 4 

N. B. HERSLOFF, Treasurer, 90 West Street, New York. C. A. KELLEY, General Auditor, 90 West Street, New York. 

a. Ww. 8. CONNOR, Superintendent, Wagners Point, Baltimore, Md. 


. WHITNEY, Secretary, 90 West Street, New York. J. P. 
THOMAS KEARNY, General Solicitor, 90 West Street, New York. 


EXTENDS FROM WAGNERS POINT TO CURTIS BAY 


The Chesapeake & Curtis Bay Railroad Co., having its terminal at deep water, Baltimore, Md., is in a@ position to receive all foreign freight destined to interior 
sorts and to take care of outgoing freight for foreign countries. 

This company maintains a high standard of service in the handling of shipments to and from the industries located on its line. The territory covered by this railroad 
offers superior sites for the location of industries of every description. Firms, individuals and corporations contemplating the location of business enterprises are invited to 
sorrespond with Samuel J. Nathan, 90 West Street, New York City. Maps and full information concerning available property will be promptly furnished. 

Mileage at present operated, 7 miles; additional under construction. 

Lighterage connection with all coastwise lines out of Baltimore for seaboard ports. : 

CONRMCTIONSTAt Glalon ceil ie Pecbetten” Ratoad va Covington with ne ar 

n e Pennsylvania Rai! ia float at Wagners Point, C. & C. B. B. B. to Curtis Bay. At Port with 
Maryland via float to Wagners Point, C. & C. B. BR. to Curtis Bay. With the Baltimore & Ohio Sewall Branch at Wagners Point. Through nh Ag A. Ue ose 
routes to all points Bast, West, North and South. Industries located on our line have the advantage of fiat Baltimore rate. 
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for some reason which might occur to him and which reason 
might be a perfectly good, sound logical reason. 

If this law had been passed a long time ago, there would 
probably have been more justification for it, but since so many 
of the shippers now have the services of a commercial traffic 
manager, who knows just as much if not more about what the 
lawful rates are and what changes could and should be made 
in them as the representatives of the railroads do, it does not 
seem to me that the proposed bill would add any protection to 
the shippers as a whole, as the responsible ones, as a general 
rule, depend on their own traffic department or their own traffic 
bureau for the information. 

Ed. P. Byars, Traffic Manager, 
Fort Worth Freight Bureau. 
Fort Worth, Tex., April 25, 1922. 


STATE AND FEDERAL CO-OPERATION 


Editor The Traffic World: 

According to an article appearing on page 988 of The Traffic 
World of May 6, the interstate and state commissions have 
about agreed on the old Oklahoma plan for the regulation of 
transportation insirumentalities. It is true that they have not 
as yet divided the country into regions, as was proposed in 
that plan, but that will come in time. 

A close reading of the tentative agreement indicates that 
some representative or employe of each commission is expected 
to sit with the interstate commerce commissioner or examiner 
in hearing cases where both state and interstate rates are 
likely to be involved. 

I am sincerely glad that such a conclusion has finally been 
reached, and will await with a great deal of interest the next 
step which will be taken in this new movement for co-opera- 
tion. It is really the most sensible thing which has been done 
in the matter of rate regulation in the last 20 years, and, while 
I would have preferred to see regional commissions established 
with representation from both interstate and state commissions, 
I welcome anything along this line which appears to unify the 
control and make for uniformity in state and interstate rates, 
rules and regulations. 

This plan was first suggested by the writer early in 1912 
and published in The Traffic World April 6 of that year. You 
also had contributions from me on the same subject in your 
issues of February 26 and November 11, 1916, and of January 
20 and February 24, 1917. 

J. H. Johnston, Traffic Manager, 
Oklahoma Cottonseed Crushers’ Assn. 
Oklahoma City, Okla., May 10, 1922. 


TRACER SERVICE 


Editor The Traffic World: 

We notice a letter from Koehring Company, Milwaukee, in 
your April 15 issue with reference to tracer service given by 
the New York Central Railroad Company. 

We have been routing traffic via the New York Central for 
a number of years and it is customary for us to trace all of 
our outbound cars, and we are receiving exceptionally good 
service, and we certainly have no complaint to make. 

It is apparent that the case of the Koehring Company is 
an exception and, no doubt, could be rectified if taken up with 
the New York Central through the proper channels. 

The Larrowe Milling Company, 


By C. W. Mays. 
Rossford, O., May 10, 1922. 


ORDER IN PENNSY-BOARD CASE 


Following the entering of an order in the case of the Penn- 
sylvania vs. Railroad Labor Board, May 6, Federal Judge Page 
entered a supplementary order allowing appeal. A specific set- 
ting was requested by the interested parties, and the appeal 
will be heard in the United States Circuit Court of Appeals, 
seventh district, at Chicago, June 2. Judge Page’s order makes 
perpetual the temporary injunction restraining the Labor Board 
from interfering with the action of the Pennsylvania in select- 
ing employes’ representatives with whom to negotiate working 
rules, and forbids the publication of a decision by the board, 
finding the Pennsylvania in violation of its decision No. 218. 
It read as follows: 


It is ordered, adjudged and decreed that the United States Rail- 
road Labor Board be an hereby is perpetually enjoined in manner 
and form asg follows: 

(1) From assuming any authority or taking any action of any 
kind or character under section 301 of the transportation act, unless 
and until there has been a joint submission of a dispute by the car- 
rier and the employes, which has been the subject matter of confer- 
ence between them. 

(2) Upon such joint submission the board may proceed to hear 
and determine disputes only under and in accordance with the gen- 
eral provisions of title III of the transportation act. 

From making publication of any matter based upon action 
taken by the board not in harmony with item one hereof. 

To which decree, and each and every part thereof, the defend- 
ants, by their counsel, jointly and severally, object and except. 


THE TRAFFIC WORLD 


Vol. XXIX, No, 19 


The bill of errors on which the appeal from Judge Page’s 
decision was allowed, contains thirteen assignments. The most 
significant feature is the first, which indicates that the board 
and the Department of Justice will adhere to the contentions 
of Blackburne Esterline, assistant attorney-general, made dur. 
ing the argument on the case, that the courts have no authority 
to review and pass upon actions of the board, because that body 
is part of the administrative arm of the government. The jj] 
contends that the district court erred “in holding and adjudging 
that the United States Railroad Labor Board is a body cor. 
porate, subject to the jurisdiction of the federal courts, that it 
may sue and be sued, and that the United States district court 
for the northern district of Illinois has jurisdiction of the parties 
and the subject matter” of the dispute. 

The other assignments include the contention that the 
courts may not substitute their “judgment and discretion * * + 
for the discretion of the Labor Board * * * in a matter which 
rested for its determination exclusively within the jurisdiction 
of the board;” that the court was in error when it assumed 
that the dispute adjudicated was one arising solely under section 
301 of the transportation act; and that the court was in error 
in not allowing the motion to dismiss. 


BOARD DECIDES CONTRACT CASE 


In a report on the most “important dispute that has ever 
come before the board,’ and one on the general principles of 
which 34 cases now before the board will be decided, the Labor 
Board, May 10, found the contracts made by the Indiana Harbor 
Belt with the Burnham Car Repair Company for the operation 
of various equipment, repair shops and tracks, to be in violation 
of the transportation act. In a lengthy opinion, in which it was 
announced that all nine members of the board concurred, the 
board said that “if the carrier can legally do the thing which 
has been done under these contracts, then the entire transpor- 
tation act can be nullified.” 

As the board sees the Indiana Harbor’s contracts, the only 
object gained by the road was the removal from its pay-rolls of 
the men employed in car repair work, and the placing of them 
on the rolls of the operating company. It was the contention 
of the, carrier that these men had ceased to be railroad em- 
ployes as soon as the contracts were entered into, and on the 
strength of that contention, conferences with these men were 
refused by the carrier. The board held that, however much 
the carrier had had the right to contract work in-days gone by, 
that right was revoked when the transportation act, “which 
the courts have without exception so far declared to be consti- 
tutional,” was passed. 

The dispute on the Indiana Harbor case began last January 
when a contract was entered into for the operation of the shops 
at Burnham. Subsequently a number of other shops passed 
into the control of the car repair eompany, and, in August, 1921, 
a new contract was drawn up in which the Burnham Car Re 
pair Company got control over the shops and repair tracks of 
the Indiana Harbor at Blue Island, Michigan Avenue, West 
Gibson, Gibson Transfer, Calumet Park, Norpaul and Argo. 

The following roads are involved in contract cases now be- 
fore the board, hearings in most cases having already been held: 
New York Central; St. Louis, Brownsville & Mexico; Erie; Chi 
cago Great Western; Michigan Central; M. K. & T.; San An- 
tonio, Uvalde & Gulf; St. L-S. F.; C. M. & St. P.; C. & N. Ws 
W.&éLE: DL&wWw;:c.c.c. & 8. L; C1 & W. i 

Significant portions of the board’s opinion and decision i 
the Indiana Harbor Belt case are as follows: 


The board is of the opinion that the employes failed to sub- 
stantiate their contention that the contracts are actually fraudu- 
lent, and that they are mere subterfuges contrived to evade the 
Act, but the carrier contends that it is a lawful evasion. h 

This contract system is not an innovation recently born of the 
desire to circumvent the transportation act. It existed long before 
the transportation act was even dreamed of. In fact, it was pr 
ticed as far back as 1855 on the Philadelphia, Wilmington & Balti- 
more and it is pertinent to note that the actual operation of the 
trains on this road was let by contract. , : 

This leads up to the remaining and principal issue in this casé 
namely, had the carrier the right to enter into such contracts = 
takes this class of employes from under the application of t : 
Transportation Act and the jurisdiction of the Railroad Labor 
Board? No more important dispute has ever come before this 
board for adjudication. It goes to the vitals of the transportatio? 
act. If the carrier can legally. do the thing which has been a4 
under these contracts, then the entire transportation act can t 
nullified and the will of the Congress of the United States —* 
naught. If one class of employes can thus be taken from eo 
the application of the act, there is no sound reason why each & S 
every railroad employe in the United States cannot be given his 
treatment. One class of employment lends itself as readily to = 
method as another. Contracts have been recently entered into > 
various carriers, purporting to turn over to so-called independe 
contractors the work of the following classes of employes: 

(1) The six shop crafts, (2) the maintenance of way, (3) cel 
tain employes embraced in the clerks’ organization, (4) the fireme? 
and oilers, (5) the hostlers, embraced in the engine service, 4? 
(6) signal department employes. 

It is intimated by the carrier that, perhaps, the actual ope! 
ation of the trains could not be let to an independent contractor 
because that would be a violation of the carriers’ charter, that" 
would not be permitted to transfer the very power for the =~ 
cise of which it had been created, unless it delegated it to anoth? 
common carrier. This is not a clear distinction, for the carrier! 
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SPAIN 
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Through Bills of Lading for all ports of Spain, Morocco, 
Algeria, Tunisia, Cette, Nice and Near East 
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THREE STAR LINE, Inc. 
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View showing relationship of ship, wharf, and 
shipside warehouse. 


Port of Houston 


Houston is a live port. 

What does a live port mean? 

Let us have an example. 

Take Houston Wharf No. 4, which is 700 feet long. 
What did it handle during the month of March? 

It handled the following vessels: 


March ist—LAKE HECTOR. .Cuba and West Indies. 
March 2nd—ALGIERS .......Philadelphia. 

March 9th—SAN JUAN .....Philadelphia. 

March 12th—LAKE FLORIAN..Cuba and West Indies. 
March 16th—LAKE GERA.....Cuba and West Indies. 
March 16th—SHAWMUT ......Philadelphia. 

March 18th—COAHUILA ..... -Mexico. 

March 19th—NYANZA ........From Pacific Coast to New York. 
March 20th—INCA ...........Philadelphia. 

March 24th—LAKE SLAVI.....Cuba and West Indies. 
March 29th—KATAHDIN .....Philadelphia. 


and besides at the end of the month there was accumulated on 
the wharf 650 tons of miscellaneous cargo and 2,750 tons re- 
fined sugar. 


What do these facts mean? 
They mean that Houston is a live, active port. 


There is no stagnation or delay to freight when it moves 
through port Houston. 


There is an unexcelled fire proof, sprinklered shipside ware- 
house, connected by electric conveyor with the wharf shown 


> = accompanying cut where storage is efficiently accommo- 
ated. 


Shipments over the wharves are handled quickly and ef- 
ficiently without delay to the ship or shipper. 


This is what the above record means. 
This is the service a live port furnishes. 


Mr. Traffic Man, can we not handle some of your business 
over our wharves? 


DIRECTOR OF THE PORT 
CITY HALL - - - ~- HOUSTON, TEXAS 


Kansas City? 


PHILADELPHIA AGENT: 
Wesenberg & Co., 305 Walnut St, 





Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building, CHICAGO 
S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 














Merchants’ Warehouse & Distributing Co. 


36th and Iron Sts. 
Chicago, IIl. 




















‘In the Heart of The m > 
Central Manufacturing 
District of Chicago’’ 












































9 St. tents 2 








Albuquerque 





se Siigenppteeeer ‘ 
ne ——- 


A Better Warehousing Service 


The Merchants’ Warehouse & Distributing Co. offers the shipper a 
More co-operative and efficient service in the receiving, warehousing 
and shipping of merchandise. The men directing this organization, 
through their years of experience, know your problems and our 
aim is to assist you in the greatest possible manner. 


Chicago Junction Railroad enters our building and connects with 
all railroads entering Chicago. Connection at our plant is made 
with Package Car System operated to all important cities. We 
are located on South Branch of Chicago River. Chicago Steamship 
Lines and Merchants’ Lighterage Co. serve our dock, which accommo- 

tes largest lake vessels. 


Maximum protection against fire is given all goods stored in our 
modern building. A very low rate of insurance is in force due to 
our excellent sprinkler system and proximity to river. On request, 
goods will be insured automatically upon receipt and canceled auto- 
matically when shipped. 

Investigate. Write, wire or phone for full particulars. We invite 


your personal inspection of our unsurpassed facilities for giving 100 
Per cent service. 


MERCHANTS’ WAREHOUSE & DISTRIBUTING CO. 


36th and Iron Streets Phone Lafayette 7500 Chicago, Ill. 
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such a case would still be answerable to the public for the per- 
formance of its functions as a common carrier, and would not have 
contracted away this responsibility. It would merely have 
changed its method of paying its transportation employes, as it 
has its shop employes in the case under consideration. 

When Congress in the transportation act speaks of railroad 
employes, it undoubtedly contemplates those engaged in the cus- 
tomary work directly contributory to the operation of the rail- 
roads. It is absurd to say that carriers and their employes would 
not be permitted to interrupt commerce by labor controversies, un- 
less the operation of the roads was turned over to contractors, in 
which event, the so-called contractors and the railway workers 
might engage in industrial warfare ad libitum. 

In other words, Congress did not say to the carriers, ‘you 
must not precipitate trouble by the adoption of arbitrary meas- 
ures with your employes, but you may delegate to a contractor the 
power to violate and annul all your agreements, and if it happens 
to result in an interruption of traffic, the public will be deprived 
of such protection as the transportation act could give.” AS a 
matter of fact, that is practically the sole effect of the contracts 
involved in this case. 

A strike by the employes of a contractor or contractor-agent 
of a carrier would as effectually result in the interruption of traf- 
fic as if the men were the direct employes of the carrier. 

To the outside observer, and so far as the public is concerned, 
Se car repair department of this carrier has undergone no real 
change. 

There need be no misunderstanding of this situation. The 
contractor performs only one useful function in this operation. He 
is the medium of channel through which the piece work system 
was substituted for the lawfully established wage scale. The con- 
tractor’s compensation for this is 5 per cent of the amount of the 
pay roll, and the rate of pay is carefully limited by the piece work 
— in the contract. The contractor takes absolutely no 
risk. 

To all intents and purposes, the contractor’s operations con- 
stitute a department of the carrier, with a piece work system 
which has been forced upon the men by the discharge of some and 
the dread of discharge and unemployment of others, and which has 
never been submitted to the Railroad Labor Board in the form of 
a dispute, as a compliance with"the statute requires. The con- 
tractor is, in effect, merely an agent of the carrier. 

The board can understand how the carrier reached the con- 
clusion that it had the right to make such contracts, because some- 
what similar ones had been made through a long course of years; 
but those precedents have been robbed of their potency by the en- 
actment of the transportation act, which the courts of the coun- 
try, without exception so far, have declared to be constitutional. 

The Railroad Labor Board therefore decides: 

(1) That the various contracts entered into between the In- 
diana Harbor Belt Railroad Company and the Burnham Car Repair 
Company for the operation of its railway shops and, particularly, 
the one bearing date of September 16, 1921, are in violation of the 
transportation actin so faras they purport or are construed by the 
carrier to remove said employes from the application of said act, 
and that those provisions of the contracts affecting the wages and 
working rules of said employes are in violation of Decisions No. 
2, 119 and 147 of this Board. 

(2) That the shop employes of said contractor are under the 
jurisdiction of this board and subject to the application of the 
transportation act and Decision No. : a 

(3) The carrier is directed to take up with any employe the 
matter of reinstatement upon the application of the interested em- 
ploye or his representative. 

This decision rests upon the facts of this particular case, anc 
the decision of each of the other contract cases pending before the 


board will rest upon its own facts and the general principles 
herein declared. 


EFFECT OF NATIONAL AGREEMENTS 


In a letter written in reply to statements made by T. DeWitt 
Cuyler, chairman of the Association of Railway Executives, to 
the effect that the so-called national agreements imposed on the 
railroads under federal control added a burden of $300,000,000 
a year to the railroads, which was not even lightened to the 
extent of the $50,000,000 estimated by the Labor Board when 
its decision on rules and working conditions was given out, 
Walker D. Hines, former Director-General, under whose direc- 
tion many of the agreements were negotiated, declared that the 
citation of a limited number of specific instances of waste of 
work under the agreements did not reflect the aggregate effect 
of them. 

Mr. Cuyler’s letter was written to W. H. Chandler, presi- 
dent of the National Industrial Traffic League, in reply to a re 
quest for specific information bearing on the testimony given 
by Mr. Hines before the Interstate Commerce Commission in the 
general rate inquiry, and was printed in The Traffic World, 
February 25, p. 435. The letter from Mr. Hines was in response 
to a request by Mr. Chandler, who said that “it would be very 
helpful if -you would give to the League members the benefit of 
any suggestions that may occur to you along the lines indicated.” 

“To my mind,” Mr. Chandler continued in his request, “there 
seems to be some conflict between the statements you made and 
the reply of Mr. Cuyler.” 

Mr. Hines’s letter was as follows: 


I insisted in my statement that these national agreements initiated 
comparatively few changes involving increases in cost heavy in com- 
parison with the total maintenance cost, and that those working con- 
ditions which could be charged with being responsible for large in- 
creases in cost had not been initiated by that agreement, but had 
prevailed throughout 1919, because they had been applied in July, 
1918, to all the railroads under federal control, and I cited as leading 
illustrations the eight-hour day, with punitive overtime the nation- 
wide standardization of work, the classification of work involving the 
possibility of additional classes of employes being called to perform 
a particular job, and the abolition of piece work, the order for 
the elimination of the latter having been given in December, 1918. 

I pointed out also that the railroad executives had largely con- 
tented themselves with enumerating various special cases without 
giving the slightest information as to the effect of these and 
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analogous cases upon the total cost of doing the work. Mr. Cuyler’s 
letter strikingly emphasizes the tendency I thus pointed out. Instead 
of offering useful data as to the aggregate difference in cost in 1920, 
as compared with 1919, he cites four special cases of decisions by 
Board of Adjustment No. 2 (rendered, by the way, after the end of 
federal control), and one special case of a practice (incorrectly 
described) as to renewal of stay bolts alleged to have been adopted 
(but not as a result of any ruling by any general agency of the 
Railroad Administration) on the Baltimore & Ohio Railroad, in Decem- 
ber, 1919, this practice being in any event applicable only in a com- 
paratively small proportion of cases involving renewing of stay bolts, 
No effort is made to show the percentage which the alleged increased 
cost due to these rulings, or to these and all analogous rulings, 
would be of the $345,000,000 of increased maintenance of equipment 
cost in 1920 as compared with 1919. Nevertheless, the inference sug- 
gested appears to be that these items suggest some _ stupendous 
increase in operating cost. My point is that such a method is not 
useful to an organization like yours. In a business so full of numer- 
ous and complicated details as the maintenance, by about 400,000 
employes, of about 65,000 locomotives, over 50,000 passenger cars and 
about 2,300,000 freight cars, on about 250,000 miles of railroad, it jis 
always possible to make an imposing catalog of operations where, 
especially upon a necessarily incomplete showing of preceding prac- 
tice on all railroads, an undue amount of labor may seem to be in- 
volved. If the same motive to make a bad showing had existed 
prior to federal control, very impressive catalogs of a similar char- 
acter could have been prepared at that time, and such catalogs 
along similar lines can be prepared at any time in the future by 
anyone who finds such a step to be in the interest of his employers, 
But such items by themselves do not aid materially in arriving at a 
conclusion as to the approvimate number of millions of dollars 
that could be saved, or that could have heen saved, by any modifica- 
tion of method that might be or might have been possible. Such a 
method is equally devoid of value in explaining the $345,000,000 
difference in cost between 1919 and 1920. 

I also called attention in my statement to the tendency of the 
railroad executives to charge up to the national agreement the in- 
creased number of employes which was due to the establishment of 
the eight-hour day, a condition applied to all railroads in July, 1918, 
and prevailing on many of them before federal control. Mr. Cuyler’s 
letter likewise strikingly emphasizes this tendency. He stresses the 
increase in the number of employes, without any reference to the con- 
trolling influence, in that regard, of the eight-hour day or to any 
effect which any of the conditions established in 1918 may have had, 
and erroneously charges the result to the national agreements. It 
is an interesting feature of the position assumed by Mr. Cuyler and 
his associates that they lay but little stress on the eight-hour day, 
which is one of the most significant factors both as to the number 
of employes and as to the increase of cost, and continue to attribute 
the consequences of this factor to other conditions erroneously alleged 
to have been originated by the national agreements. 

Mr. Cuyler’s letter indicates that when the Railroad Labor Board 
announced its revision of the shop crafts agreement “it informally 
estimated that this revision would probably enable the railroads to 
save $300,000,000."" I have since been advised that the figure of $300,- 
000,000 is erroneous and that the figure of $50,000,000 was intended 
to be used. My understanding, however, is that the Labor Board 
did not even informally authorize the announcement of even this 
figure as to the amount of the saving. Nor have I seen anything 
to indicate that the saving would be anything like so much, because 
the Labor Board made-comparatively few changes in the national 
agreement which would be calculated to involve the saving of sub- 
stantial sums of money. It should be added that those changes 
which it did make were largely changes of conditions which had 
been established for all the railroads in 1918, and which had there- 
fore been automatically carried forward in the national agreement 
and which were in operation throughout 1919. 


WAGE STATISTICS 


The Commission has issued a statement on wage statistics 
for the six months ended December 31, 1921. “This summary, 
it said, “of employes, service and compensation is a consolida- 
poo of reports for the respective months, July to December, 

“The average number of persons in the employ of the rail- 
roads during the last six months of 1921 compared with the 
same period of 1920 shows a decrease of 416,384 or 19.7 per cent. 
Compensation decreased $690,829,775, or 33.9 per cent.” 

The summary covers figures heretofore issued and to which 
reference has been made from time to time in The Traffic World. 

February wage statistics issued this week by the Commis- 
sion show that the total number of employes on class I roads, 
including 16 switching and terminal companies, in the middle 
of that month was 1,545,040 and that the total compensation 
was $194,523,427. Compared with January returns, the statistics 
show a decrease of 6,974 in the number of employes, and a de- 
crease of $10,655,212 in compensation. Compared with February, 
1921, there was a decrease of 131,503 in the number of employes. 


N. & W. EQUIPMENT CERTIFICATES 
The Norfolk & Western Railway Company has applied to the 
Commission for authority to guarantee the payment of principal 
and dividends on $6,700,000 of equipment trust certificates to 
be offered for sale by the Virginia Holding Corporation at not 
less than 97.75 and accrued interest. The proceeds will be used 
in part by the corporation for the purchase of seven all-steel 


dining cars and 4,000 seventy-ton all-steel hopper coal cars. This 


equipment will be leased to the Norfolk & Western. 


TELEPHONE CONSOLIDATION 


The Cumberland Valley Telephone Company of Baltimore 
City, the Chesapeake & Potomac Telephone Company of Balltt- 
more City and the Chesapeake & Potomac Telephone Company 
of West Virginia have filed a joint petition with the Commission 
asking approval of the purchase of the property of the Cumber- 
land Valley in Maryland and West Virginia by the other two 
companies named. 
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HAL L. BRENNAN 


Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 
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Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Navigation Corp’n 
General Agents: Hamburg-American Line 


American-Hawaiian S. S. Co. 
INTERCOASTAL SERVICE 


Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma 


Boston Phila. New York 
















BED. CARP OOO cececcccce ccccess May 20 May 18 
SS eae  £ , Ao May 25 | 
S.S. PENNSYLVANIAN ...... May 27 June 3 June 1 
GB. PEGA occccccccccce SG -o-: wascane June 8 


Sailings every Thursday from New York, every 
Saturday from Boston and alternate Saturdays 
from Philadelphia, and fortnightly from 
the Pacific Coast ports 


EUROPEAN SERVICE 
U. 8. Pacific Coast Ports to the Principal Ports of the United 
Kingdom and Continent——Direct Fort- 
nightly Sailings 




















Joint Services with 
Hamburg-American Line 


To Hamburg 
NEW YORK TO HAMBURG 
PE ED. 6.000, ciste' <6 ewe ae wqereebaewte May 11 
#RELIANCE ........ na walewaew eee cmeamanenmwinnte May 16 
Beh Sr ne ae re May 18 


oe 


mwa tn a tA a 
nnn tn ata 


ee ee 


Bee eee eee eee wee meee eee eeeeeeeeeeeeere 


*Carries third-class passengers. 
¢Cabin and third-class passengers 
¢ First, second, third-class passengers 


LOADING PIER 86, NORTH RIVER 
PHILADELPHIA TO BREMEN AND HAMBURG 








S.S. THEMISTO (via Baltimore) ................ceee0e. May 31 
S.S. OREGONIAN (via Baltimore).................0. June 13 
BOSTON TO BREMEN AND HAMBURG 
Mi MEE <ccivkaceecawins eck waeu eeu ems ean May 25 


BALTIMORE TO BREMEN AND HAMBURS 






S.S. GEORGIAN (via Norfolk and Boston)............. May 20 
Se, Sar eee ee ee May 27 
Se. CAtseeee Grin Merkel) ..0.6..ccccccccccccescecese June 15 
Bi NEN, - 6.6.00 5.0 <unionsuceskoudsuusewoseusiecsen June 20 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 









SS. GEORGIAN (vin Beste)... ccccsvssvovedescoess May 22 
IE: IE ioiesas' 0 ararcroinacasa.6-ave.caini coe se vomsoneiommanaen June 17 
NEW ORLEANS TO BREMEN AND HAMBURG 
DC NE 5555605006 0sc00ne vt cers meena Early May 












Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 





U. S. Government Ships 


NEW YORK TO DUTCH EAST INDIES 


Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 
Samarang, Soerabaya 

BR. JALAPA Cems GE TR) 5o coc cccccccsscccevcceses May 10 

rr re rr June 10 


(Steamers take cargo for Tunis, Alexandria and Syrian Coast 


Ports 
Loading Pier 21, Pouch Terminal, Clifton, 8. L 


General Offices: 39 BROADWAY, New York 


Telephone WHITEHALL 1020 


WESTERN FREIGHT OFFICE 
Chicago, 327 South LaSalle Street Phone Wabash 4891 














BRANCH OFFICES 
Boston, 40 Central Street Phone Congress 3084 
Cleveland, 242 The Arcade Phone Main 2150 
Philadelphia, Bourse Bldg. Phone Lombard 7050 
Pittsburgh, Oliver Bldg. Phone Grant 7431-2 
Rochester, Commerce Bldg. Phone Main 7150 








GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 310 Sansome St., San Francisco 











Personal Notes 


S. P. Woodside has been appointed chairman of the C. F. A. 
Coal, Coke & Iron Ore Committee, succeeding J. C. Venning, who 
resigned. 

Graham W. Curtis has been appointed industrial commis- 
sioner for the Canadian Pacific, eastern lines, succeeding H. P. 
Timmerman, who retired. 

J. C. Clift has been appointed traveling passenger agent for 
the Baltimore Steam Packet Co., at Baltimore. W. H. Cox has 
been appointed traveling passenger agent for the same company 
at Norfolk. 

The Tennessee Central has announced the following appoint- 
ments: M. E. Newell, freight traffic manager; J. A. McNeill, as- 
sistant freight traffic manager; C. S. Blackman, general freight 
agent. 

Herbert F. Orr has been appointed commercial agent for the 
Merchants & Miners Transportation Co., at New York. 

In The Traffic World, May 6, the headquarters of H. W. 
Bondurant and Ralph Shropshire, newly appointed commercial 
agent and freight traffic representative, respectively, for the 
Southern Railway System, was stated as Cincinnati. The city 
should have been Nashville. 

R. J. Hodson has been appointed traffic manager for the Osh- 
kosh, Wis., Association of Commerce, succeeding C. M. Starks, 
who has taken charge of the commerce department of the Mather- 
Gogswell Corporation, at Milwaukee. 

' H, A. Coomer has been appointed auditor and traffic manager 
for the Wichita Falls, Ranger & Fort Worth Railroad, at Ranger, 
Tex. J. D: Sullivan has been appointed assistant auditor for the 
same road, at Ranger, 

Francis H. McKeever has resigned as secretary and manager 
of the 4-One Box Makers Association and has entered the prac- 
tice of law, as one of the firm of Wyman, Hopkins, McKeever & 
Colbert, at Chicago. Mr. McKeever will specialize in commerce 
practice. He is succeeded as secretary and manager of the box 
makers’ association by A. L. Wilson, traffic and claim agent for 
the association, formerly connected with the Illinois Central. 

Seven representatives of six manufacturers completed, May 
6, the fifteenth boxing and crating course given at the Forest 
Products Laboratory, at Madison, Wis. A total of 129 men 
have taken the course since it was inaugurated in April, 1919. 
The following completed the course May 6: H. H. Collins, 
the Meyer-Thomas Company, Montreal, Que.; D. V. Gudgel, 
Western Clock Company, La Salle, Ill.; Chas. McDermott, Col- 
gate & Co., Jersey City, N. J.; F. F. Naftzger, the A. I. Root 
Company, Medina, O.; Shelby Preston, Anderson-Tully Com- 
pany, Memphis, Tenn.; R. D. Simons, Mergenthaler Linotype 
ee N. Y.; John Faulkner, Colgate & Co., Jersey 

y, N. J. 


DOINGS OF THE TRAFFIC CLUBS 


Patrick Calhoun, Sr., spoke at the buffet luncheon of the 
Transportation Club of Louisville, held at the club rooms, May 
10, on “The Advantage of River Terminals at Louisville.” 








The annual picnic of the Houston Traffic Club will be held 
at Sylvan Beach Park, June 4. An excursion steamer has been 
chartered and the picknickers will travel via the ship channel 
route. A. R. Canfield, commercial agent, S. A. & A. P., is chair- 
man of the pienic committee. F. M. Moulton, of the Traffic 
Bureau of Texas, has been appointed chairman of the club’s 
weekly luncheon committee, succeeding John Daniels, who re- 
signed. The current number of Traffic News & Notes, the club’s 
magazine, contains a number of interesting features. 





C. J. Brister, assistant vice-president of the New York Cen- 
tral, spoke at the regular meeting of the Miami Valley Traffic 
Club, at Dayton, May 1. Mr. Brister gave an interesting talk 
on the rates in Central Freight Association territory. He also 
told about the experiments made by the New York Central with 
its new portable container car. 





John G. Walber, executive secretary of the Bureau of Infor- 
mation of Eastern Railways, will speak on “Some Aspects of the 
Railroad Labor Problem,” before the Traffic Club of New York, 
at a meeting to be held May 26 at the Waldorf-Astoria Hotel. 





Efforts should be made to develop the industries and the 
natural resources of the United States, so that it will reach a 
state of importance in international commerce commensurate 
with its geographical and natural advantages, said P. W. Coyle, 
traffic commissioner for the St. Louis Chamber of Commerce, 
at the weekly meeting of the Traffic Club of St. Louis, at the 
Planters Hotel, May 8. One of the ways this development can 
be fostered, the speaker said, was by removing some of the 
autocratic control from the affairs of the railroads. According 
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to Mr. Coyle, one of the most harassing things with which the 
carriers have to contend is that part of the law which provides 
for the suspension of proposed rates by the Commission on the 
application of other carriers or of shippers. “I say this,” he 
said, ’with no criticism of the Commission, because it is func. 
tioning according to the law, but I do believe that that section 
of the law permitting the Commission, on its own initiative, 
or upon the request of a shipper or a railroad to suspend tariffs, 
should be repealed. If this provision of the law was ever of 
substantial benefit to the public (and I doubt if it ever was), 
its days of usefulness have passed. It has been the source of 
many long, tedious cases of litigation, always expensive to the 
shippers, and with doubtful results as to the general public 
good. I say ‘expensive to the shippers,’ for in the last analysis 
the public pays the freight. The expenses of the legal depart. 
ment; as well as the expenses of all other departments of the 
railroads, go into operating expenses, and operating expenses 
go into the rates; hence the vicious circie starts and ends at 
the pocket of the shipper.” 





Paul Shoupe, vice-president of the Southern Pacific, wil] 
speak on “Transportation Handicaps,” at the meeting of the 
Pacific Traffic Association, to be held at the Chamber of Conm.- 
merce, San Francisco, May 16. L. R. Cofer, vice-president of 
the Wells-Fargo Nevada Bank, will speak on “Banking and Its 
Relation to Transportation.” 





That the business depression had about reached its end and 
that unprecedented prosperity may be hoped for within the next 
year was the prediction of R. E. M. Cowie, vice-president of the 
American Railway Express Company, who spoke at the dinner 
given by the Traffic Club of Troy, N. Y., to the officials of the 
American Railway Express Co., April 25. The dinner was pre- 
ceded by a tour through some of Troy’s large industrial estab- 
lishments. Other officials of the Express Company who were 
guests were as follows: C. S. Colvin, division superintendent; 
C. T. Williamson, general manager; H. H. Butler, manager of 
loss and damage; C. W. Romie, manager, New England district; 
and Douglas Malcolm, general advertising manager. President 
G. T. Russell of the club was assisted by J. A. Wolff, local agent 
for the express company, who acted as toastmaster. 





C. E. Spangenberg, traffic manager for the Corrugated Bar 
Company, spoke at the meeting of the Industrial Traffic Club of 
the Niagara Frontier, held at Buffalo, May 8. Mr. Spangenberg 
spoke of the effect on business of a reduction in freight rates 
and expressed the opinion that, with the exception of the rates on 
eertain low-grade commodities which are too high to move the 
business, a reduction in rates would not tend to influence business 
conditions much. He did not think a general reduction in rates 
would achieve the results desired. The speaker went into some 
detail with respect to the financial condition of the railroads, 
and ventured the opinion that valuation figures were somewhat 
inflated. He thought the carriers should have put aside in a 
sinking fund some of their profits of pre-war years, instead of 
issuing dividends, which would have saved them from the con- 
ditions now confronting them. As a solution of the problem, 
the speaker looked favorably upon the idea of making rates with 
relation to the price of the commodity moved and dependent up- 
on the rise and fall in the value of the freight, as worked out 
in England. 





The following additional appointments of delegates to at- 
tend the meeting to organize the National Association of Traffic 
Clubs in Chicago, May 15 to 17, have been nade: Houston Traf- 
fic Club, J. F. Hennessey, Jr., ex-president; St. Louis Traffic 
Club, S. S. Butler, president, and O. Van Brunt, second vice 
president; Traffic Club of Wichita, F. E. Walling, first vice 
president, G. R. Piper, member of finance committee, and I. N. 
DeMater, second vice-president; Traffic Club of Baltimore, G. 8. 
Harlan, president, N. J. Elliott, ex-president, and H. Sheridan, 
alternate; Pittsburgh Traffic and Transportation Association, M. 
A. Greenwood, president, J. D. Carter, and J. H. Anderson. 





The annual Spring Frolic of the Traffic Club of New Ene 
land will be held at the Hotel Somerset, May 18. The announce 
ment declares that any subject may be discussed except business. 
The annual outing of the club will take place June 27, at Beverly, 
Mass. 

Col. Charles A. Simmons addressed the Transportation Club 
of San Francisco, at a luncheon held at the Palace Hotel, May as 
on the subject of “The Kind of a Town You Like.” The clu 
will give a dinner dansant and reception at the Palace Hotel, 
May 20. 





Malcolm Stewart, manager of the foreign trade department 
of the Cincinnati Chamber of Commerce and chairman of he 
Middle West Merchant Marine Committee, will speak before t 
Traffic Club of Cincinnati, at a meeting to be held at the Cham 
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34 Pyramids — $70,000,000! 


6 ge years ago $8,000,000 worth of fibre shipping boxes were used—last 
year some $70,000,000—which would stack up as 34 Egyptian pyramids, 
each 481 feet high by 756 feet square at the base! 
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This wonderful growth of $62,000,000 means that a great many of America’s 


biggest manufacturers have learned that it saves to ship in corrugated and 
solid fibre containers. 


Saves / 


It saves you cash over wood, at the start 
It saves nine-tenths of your space 
It saves contents from damage 
It saves freight for your customers 
It saves your customer—FOR YOU! 
‘e, G. 8. 


i Any Container Club member will design, free of cost, a box scientifically constructed 


tion, M. i and tested, to carry your goods safely, and at the same time save you and your cus- 
aa = tomers money. 
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Container Club Service which we have rendered to so many others, 


ew Ene = we will render to you—if you tell us your problem. 
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— of very superior quality. ir individual plants — some forty 
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ber of Commerce, May 16. His subject will be “Export Freight 
Rates, Their Significance to Business.” 





R. N. Begien, general manager for the B. & O., addressed 
the Cincinnati Railway Club, at its meeting held at the Chamber 
of Commerce, May 12. Musical and dramatic entertainment 
was furnished by employes of the L. & N. 


INTERLOCKING DIRECTORATES, ETC. 


Various officials of the D. L. & W. R. R. have been author- 
ized to retain positions with that road in addition to other 
offices previously authorized. 

In addition to positions previously authorized, H. E. Byram, 
B. B. Greer, E. D. Sewall, E. W. Adams, A. G. Loomis, Burton 
Hanson, R. M. Calkins, Lee W. Spratlen and J. R. Dickinson 
have been permitted to hold office with the Chicago, Milwaukee 
& Gary Railway Company. 

J. F. George has been authorized to hold the position of 
treasurer of the Norfolk Southern Railroad, Carolina Railroad, 
Kinston Carolina Railroad, Norfolk Terminal Railway and Car- 
thage & Pinehurst Railroad Company. 

R. E. Minton has been permitted to retain his positions of 
director of the Groveton, Lufkin & Northern Railway and 
general attorney for the Texas South Eastern Railroad Company. 

Various officials of the New York, Chicago & St. Louis 
Railroad, Lake Erie & Western Railroad Company and Fort 
Wayne, Cincinnati & Louisville Railroad Company have been 
permitted to retain their positions with these roads in addition 
to offices previously authorized. 

Certain officers of the Minneapolis, St. Paul & Sault Ste. 
Marie Railway, St. Paul Union Depot Company, Duluth, South 
Shore & Atlantic Railway, Spokane International Railway Com- 
pany, and many other roads, have been authorized to hold 
their positions with these roads in addition to other offices 
occupied. 

Certain individuals of the Pennsylvania Railroad have been 
authorized to hold, in addition to offices with said roads, various 
positions with the Calumet Western Railway Company, Engle- 
wood Connecting Railway Company and Pittsburgh, Youngs- 
town & Ashtabula Railway Company. 

George J. Adams was authorized to hold the positions of 
director of the Belvidere Delaware Railroad and the Perth Am- 
_ boy & Woodbridge Railroad in addition to positions previously 
authorized. 


J. S. R. Cassady, C. P. Davidson, M. C. Kennedy, C. M. 
South and R. B. Thompson were authorized to hold their posi- 
tions with Harrison & East Newark Connecting Railroad, Ohio 
Connecting Railway, Barnegat Railroad and Philadelphia & 
Beach Haven Railroad. 


SIMPLIFICATION OF TARIFFS 


The Trafic World Washington Bureau 


A kind of tariff that has not been mentioned in the articles 
in The Traffic World about the simplification of tariffs has at- 
tracted the attention of men in the Commission who are deal- 
ing with the subject. They have come to be known as the “do” 
and “don’t” kind. One of those falling in that category, it is 
believed, is supplement No. 11 to Glenn’s I. C. C. A-264. In 
that supplement an attempt was made to line up rates on lum- 
ber to points intermediate to Nashville, to make them to con- 
form to the Commission’s order in the Murfreesboro case. That 
supplement, in one paragraph, seems to give contradictory di- 
rections. It seems to say “do this” and then “don’t do this.” 


A thing that can be said about all the tariffs pertaining to 
fourth section violations in the southeast and their elimination 
is that they undertake to deal with exceedingly complicated 
situations of long continuance in which local tariffs and agency 
publications come into collision for the reason that the agency 
publications were made without time to check up on the local 
publications so as to bring them into harmony. In some in- 
stances, however, it seemed that the agency publication knew 
of the peculiarity of the local publication and sought to avoid 
it by proper language in the agency publication. Items 23, 24, 
25 and 26 of that supplement have been under consideration 
on account of the allegation that the items negative themselves, 
are negatived by other items, or amount to nothing because 
their application is so restricted that, for practicable purposes, 
they might as well, if not better, been omitted. 


As to item No. 25, it seems to say that the shipper may use 
Nashville rates to destinations on the Memphis, Henderson, and 
main stem divisions of the Louisville & Nashville, between 
Memphis and Nashville, and intermediate to Nashville, from 
Columbus, Corinth, Grand Junction, Mobile, and stations on the 
Jackson & Eastern, and Meridian and Memphis. A note, how- 
ever, says the rates cannot be used to Humboldt and Milan, 
Tenn., and points on the L. & N. east thereof, intermediate to 
Nashville, because the destinations mentioned are all indexed 
by name, with rates of their own, which the Nashville rates, 
mentioned in connection with so many points, cannot supersede. 
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The Nashville rates can be used only west of Humboldt, where 
there are no important points. 

Another feature of that item is that, from a wide area of 
origin, it authorizes Nashville rates, nominally, to destinations 
on the Nashville and Decatur division of the L. & N. All such 
destinations, however, except Decatur, are indexed so that the 
Nashville rates, contrary to the language of the item, do not 
apply. Decatur is not indexted in that tariff, so it might be 
inferred that the Nashville rates would be operative there. But 
Nashville rates do not apply at Decatur, because Mr. Glenn, ip 
the Southern lumber tariff, has provided that city with a fu) 
line of lumber rates, on a lower basis, so Nashville rates do 
not apply, even if that item does appear to impose them upon 
Decatur. The item, however, does allow Nashville rates to des. 
tinations on the Lewisburg division because they are not cursed 
by being included in the index. 

A complete negation is to be found, it is alleged, in item 9 
of the same supplement. In one place it authorizes Nashville 
rates from Columbus, Corinth, Grand Junction, Meridian and 
Mobile to points on the N. C. & St. L. between Memphis and 
Nashville, but, inasmuch as every station in the intermediate 
situation is to be found in the index, Nashville rates do not 
apply. Item No. 26 also authorizes Nashville rates to points on 
the main line between Nashville and Chattanooga, including 
Chattanooga. The points between Chattanooga and Nashville 
can have the Nashville rates, but Chattanooga, like Decatur, 
has a complete line of rates of its own, so the Nashville rates, 
notwithstanding language to the contrary, seemingly, are not 
operative at Chattanooga. 


CONFERENCE RULING RESCINDED 
The Trafic World Washington Bureay 


The Commission, in conference, May 8, rescinded the con- 
ference ruling adopted by it April 8, 1921, but substituted nothing 
for that which was taken back. The conference ruling rescinded 
read as follows: 

That the applications which must be made to the Commission 
for certificates of public convenience and necessity under para- 
graph (18) of section 1 of the Interstate Commerce Act are con- 
fined to new lines of railroad and extensions of lines of railroad 
to be constructed, or put in operation in interstate or foreign 
commerce, by carriers subject to the act, subsequent to the ef- 
fective date of the paragraph, and to lines of railroad in exist- 
ence prior to that date which were not then being used in inter- 
state or foreign commerce, except that the term “abandon,” as 
used in the paragraph applies to any line of railroad or portion 
thereof owned or operated by a common carrier subject to said 
Act, and means entire cessation of operation thereof in interstate 
or foreign commerce; and that any such certificate granted by the 
Commission applies to the property covered thereby, regardless 
of any change in the owner or operator of the property which 
may take place after the certificate is granted. 

That it is not necessary to secure from the Commission 4 
certificate of convenience and necessity for the acquirement of 
an ordinary trackage right; or for the discontinuance of the use 
of such trackage right, provided such discontinuance does not 
result in withdrawal of all service to the public upon the road 
or part of road over which such trackage right is exercised. 

Under that ruling, made while the New York Central was 
negotiating for control of the packer railroads, it was a question 
whether the trunk line in that case was under any compulsion 
to ask for a certificate of convenience and necessity to do what 
it was proposing to do. No new construction was intended, nor 
was there any plan for putting into operation parts of a railroad 
subject to the interstate commerce act that had not been in 
operation. 

Whether the withdrawal from the position taken in April, 
1921, means anything in the proceedings now under way on the 
application of the New York Central to obtain control of the 
packer railroads, is a question which, probably, will not be 
answered until the Commission makes its decision in that case. 
The rescission, it is certain, leaves the Commission, if it 1s 8 
minded, in position to hold that what the New York Central is 
trying to do must be done, if at all, under a permit to proceed 
under paragraph 18 of the first section. ; ; 

The New York Central, when it filed its application, 2 
effect, and in some of the arguments, took the position that !! 
was not compelled to choose the sections and paragraphs 0 
the law under which it desired to acquire the control which 
being opposed by the other trunk lines. It was willing to take 
a permit under any of the supposedly pertinent paragraph’ 

Opponents of the New York Central’s control objected (0 
the issuance of the conference ruling while the case was pent: 
ing because, to them, such action seemed to be a prejudgins 
of a pending case in which the applicability of the eighteenth 
paragraph of the first section was one of the issues. 


NO PAYMENT TO ALABAMA CENTRAL 

The Commission has dismissed an application of the Al 
bama Central Railroad Co., under section 204 of the transport 
tion act, holding that the company did not sustain a deficit 
railway operating income during the part of the period of feder@ 
control it operated its property. The Commission said it found !! 
necessary to disallow $9,815.01 of maintenance expenditures dur 
ing the period in question. 
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COARSE GRAIN DIFFERENTIAL 


The Trafic World Washington Bureau 


Carriers operating in the western group as defined in Ex 
Parte 74 have petitioned the Commission to modify its order 
in the western grain case, No. 12929, in so far as that order 
requires the maintenance of a lower or different rate on coarse 
grain than on wheat. This-.petition is similar to one recently 
filed by carriers in the Mountain-Pacific group which resulted 
in the reopening of No. 12929 in-so far as the question of dif- 
ferentials between coarse grain and wheat in the Mountain- 
Pacific group was concerned. 

In a bulletin addressed to the state commissions, John E. 
Benton, general solicitor for the National Association of Rail- 
way and Utilities Commissioners, by implication, has suggested 
to the state bodies that they had better give some attention to the 
application for the abolition of the coarse grain differential, 
restored by the Commission in the western grain rate case, 
after its abolition in General Order No. 28. In his bulletin to 
the state commissions he said, after quoting from the petition 
of the western carriers, that the railroads, in effect, were 
contending that the Commission improperly, in the western 
grain rate case, ordered the restoration of the differential be- 
cause, they contended, it was not in issue at all. Mr. Benton 
quoted from his cross-examination of witnesses to show that it 
was in the case and, therefore, the state commissions had a 


reason for opposing the applications. In his bulletin Mr. Benton 
said: 


The carriers in the western group, as defined in Ex Parte 74, 
have field a petition with the I. C. C. asking to be permitted to 
eliminate the differential between coarse grains and wheat, es- 
tablished by the decision in the grain case, I. C. C. Docket 12929. 
When. the southwestern carriers petitioned for like leave I felt 
that, if they were successful, other lines would follow suit, for, 
on principle, if a differential between certain grains is not justi- 
fied on one group of lines, it would seem difficult to show that 
it is justified on another. The southwestern lines have an his- 
torical argument which the other lines in the western group 
generally do not have, and the plan appeared to be to establish 
the principle of no differential upon the southwestern lines first; 
but the carriers have reached the conclusion, apparently, that the 
commission will not give preferred treatment to one group of 
carriers, nor consider the application of any group without con- 
sidering also the effect of its decision to be made thereon as a 
precedent upon like applications of other lines. At any rate, 
this petition is now filed, and commissions interested will evi- 
dently find it necessary to defend this part of the results which 
they obtained in the grain case. 


LOWER RIVER RATES OPPOSED 


The efforts being made by various Illinois shippers’ organ- 
izations, to have the basis of rates to New Orleans reduced 
without observing the fourth section, are meeting with opposi- 


tion from southern interior points and from St. Louis. P. W. 
Coyle, traffic commissioner of the Chamber of Commerce of 
St. Louis, wrote a letter to J. A. Brough, traffic manager of 
Crane & Co., Chicago, and president of the Chicago Shippers’ 
Conference Association, in which he said that the St. Louis in- 
terests were “perfectly agreeable to taking the chance in meet- 
ing the competition of Atlantic seaboard cities,” so long as the 
St. Louis territory was “kept on a reasonable parity with the 


middle west and in the Ohio and Pennsylvania sections.” Con- 
tinuing, Mr. Coyle said: 


The interior points in the Mississippi valley and southeastern ter- 
ritory have suffered too long in consequence of violations of the fourth 
section in that section of the country, and we are not disposed at this 
time to have any such burden placed upon us, or a renewal of its with 
respect to territory south of us. Therefore, if this proposition goes 


before the Interstate Commerce Commission we most assuredly shall 
oppose it. 


At a joint meeting of the Southern Interior Traffic Asso- 
ciation and the Jackson, Miss., Chamber of Commerce, this 
week, resolutions were adopted commending and thanking Mr. 
Coyle and the St. Louis chamber for their “bold and noble 
stand for justice and the rights of the interior people.” 

“Be it further resolved,” the resolution concluded, “that 
we most bitterly condemn all actions by the carriers and ship- 
pers of any community that seek to again cast upon us the 
unjust burden of discrimination in transportation tax which we 
have just thrown off by a long and costly fight for our rights 
and that such actions will be resisted by us to the uttermost.” 


STEEL STRAPPING FOR SAFETY 


More can be done to insure safe and orderly delivery of 
goods at a very small expense by the use of steel straps on 
packing cases than by any other method. That is the message 
contained in a circular to be sent out by the committee on 
freight claim prevention of the American Railway Association 
next week. The circular, addressed to chambers of commerce 
and shippers of merchandise, asserts that the railroads are “not 
asking shippers to add to their packing expense for the benefit 
of the transportation companies alone.” It points out that 
“thousands of shippers have voluntarily adopted this inexpensive 
and effective means of securing their packages, because the 
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benefits accruing to themselves and to their customers more 
than offset the expense involved. 

The steel strap is especially a preventative against loss by 
pilferage. In this connection the circular says: 

Our investigations have shown: 1. That there is a simple way to 
eliminate a large part of annual loss from pilferage and from inade- 
quate containers aggregating many millions of dollars. 2. That this 
remedy imposes no hardship on anyone. 3..That, on the contrary, it 
provides economies and advantages to shippers other than the pre- 
vention of loss and damage which, in themselves, warrant its adoption, 

We refer to the reinforcement of containers—wood or fiber—by stee] 
strapping (either nailed on or applied under tension and sealed) or 


any of the several systems of wire binding. This remedy stands out 
because of its great effectiveness and low cost. 

A case reinforced with steel binding is protected against pilfer- 
age not only while in carriers’ possession, but also in  shipper’s 
premises, with teamsters, in public warehouses and in consignee’s re- 
ceiving department. Pilferers show a marked preference for unpro- 
tected packages. As a rule, they have to work quickly. They cannot 
rapidly remove steel binding with the tools ordinarily at hand, nor 
easily reunite a cut wire or strap. A mutilated band is notice at sigat 
that the package has been tampered with. Thieves realize that they 
cannot so readily cover their tracks and prevent an immediate inves- 
tigation when they open banded packages. A driver knows that the 
bands must be intact to obtain a clear receipt from the railroad. At 
destination he knows that having signed for a strapped package in 
good order he will be suspected, in case of shortage, if the straps are 
not intact when he delivers it to the consignee. 


INTRASTATE EXPRESS RATES 


The Trafic World Washington Bureay 

In behalf of the inter-mountain states, such as Nevada, Utah, 
and Arizona, in the argument on the intrastate express rate 
case, John E. Benton said it would be hurtful for the Commis- 
sion to order an advance in rates in those states because they 
are now so high, in many places, that business is being driven 
to truck lines and parcel post. The inter-mountain states allowed 
neither the 12.5 nor the 13.5 per cent increase. He said that 
rates from Sacramento, for instance, into Nevada, in some in- 
stances, were lower than rates between points in Nevada and 
that increasing the Nevada rates would not remove any dis- 
crimination. He contended that the disparity in rates did not 
spell discrimination within the meaning of the law but merely 
differences due to differences in transportation conditions. 

Mr. Gordon, for the California commission, obtained time 
from Mr. Elmquist. In closing his case he suggested that the 
Commission might make a start toward bringing about a more 
satisfactory condition by wiping out the last increase of 13.5 
per cent and adding 12.5 per cent to the rates in the states where 
no increase had been allowed. 

Mr. Benton, in his argument, said he assumed the Com- 
mission would take judicial notice of the reductions in cost 
of operation for the express company that had taken place by 
reason of the decision of the Railroad Labor Board. 

Commissioner Hall raised some question about reductions in 
expenses and the state commissioners cited a decision of that 
board, which, they said, enabled the express company to make 
a saving of $26,000,000 a year in wages alone. The fact that 
that had been done in August, 1921, was apparently not easily 
recalled by the men on the bench. 

A. B. Roehl, for the express company, in closing, took up 
the Shreveport situation phase of the case, contending that 
there was competition between state and interstate shipments 
by express, the contentions of the California Commission to the 
contrary notwithstanding. 

Commissioner Aitchison, who had gone to one of the exhibits 
of the express company intended to show competition, called at- 
tention to the fact that the data covered shipments in Christmas 
week, and wanted to know whether the witness thought that 
shipments of holly and other Christmas greens and Christmas 
presents into California from adjoining states indicated compe 
tition. Mr. Roehl thought that, if the Christmas presents came 
from mail order houses, they did. 


CONSTRUCTION PERMISSION DENIED 


The Commission has denied the application of the Shreve 
port & Northeastern Railway Company of Louisiana for a cel 
tificate of public convenience and necessity to construct a rail- 
road in Webster and Claiborne parishes, Lofiisiana, from Minden 
to a point near Junction City, which is near the Arkansas 
Louisiana line, a distance of 36 miles. The line is partially 
constructed between Minden and Homer, a distance of 20 miles, 
some work having been done in 1906, the year after which the 
company was chartered by Louisiana. The denial was based 
on the fact that, while work was to be done at the present only 
between Minden and Homer, the applicant did not furnish a 
estimate of the cost. The description of the work to be done, 
the Commission said, was also lacking in some essentials. The 
applicant asked permission to issue $400,000 of securities ' 
finance the work. The lack of data with regard to constructiol, 
the Commission’s report also showed, was duplicated by be 
paucity of information as to the traffic that might be expect 
the gross and net revenues. It said that the facts presented a 
not sufficient to enable it to form a reasonably accurate ny 
ment of the possibilities of the proposed line or to indicate 
reasonable prospect of success for the enterprise. 
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ROUTE YOUR CARGO VIA 


Mobile Gulfport=Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 


We Solicit General Cargo 


LIVERPOOL AND MANCHESTER 
§.8. COAHOMA COUNTY. .Sailing from Mobile about June 15th 


LIVERPOOL AND BELFAST 


Sailing from Gulfport May 5th 
Ch SR S++ +20: { Bailine from Mobile May 15th 


LIVERPOOL AND GREENOCK 


Sailing from Pensacola about May 20th 
CR, SS ++ ners 000 | Saline from Mobile about ‘May seth 


LIVERPOOL 
$8. WEST HARDAWAY...Sailing from Mobile about June 30th 


LONDON AND NEWCASTLE 


Sailing from Gulfport about May 8th 
oe. A Coee...---s { Sailine from Mobile about May 15th 


LONDON AND DUNDEE 













































RE. ANTINOUG ..<50c0csses Sailing from Mobile about June 10th 
LONDON 
§.S. EFFINGHAM.......... Sailing from Mobile about June 30th 
BREMEN AND FALMOUTH 
8.8. CLAVARACK........04 Sailing from Mobile about May 20th 
BREMEN AND HAMBURG 
8.S. WILDWOOD........... Sailing from Mobile about June 30th 





Waterman Steamship Corporation 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 
























“Ship ed Water” 


PROMPT, ‘REGULAR SERVICE VIA 


WILLIAMS LINE 


BETWEEN 


New York, Philadelphia, Baltimore 


AND 
















Los Angeles, San Francisco 


Portland, Astoria, 
Seattle and Tacoma 


Thru Peres of lading issued to San Diego, Oakland, Stockton and 
Sacramento, "Cal lifornia; Hawaiian and Far - Ports; 
Grays Harbor and Puget Sound, Wash 


For rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


15 Moore Street, New York Telephone ,Bowling Green 7394 


Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. 
39 South Street Drexel Building Oliver Building 


And at our Branch Offices in Los Angeles, San Francisco, Portland, Seattle and Tacoma 


THE TRAFFIC WORLD 


BE; 



































































A RAILW 


AY 
RAFFIC INSPECTOR 














HELP WANTED—POSITION GUARANTEED 


Earn up to $250.00 a month, expenses paid, in 


this fascinating new profession. 


Splendid opportuni- 


ties through contact with railway officials. Travel 


or remain near home. 


Start at $110.00 a Month with expenses paid. 
Prepare in three months’ spare-time study at home. 


Any average man can easily qualify. 


POSITION GUARANTEED, or money refunded. 


You take no risk. Don’t delay—investigate now. 


Standard Business Training Institute 
Buffalo, N. Y. 


Send coupon for free 
booklet today. 


Standard Business / Send me, oso Ae ns Rail Traffi 
; full ulars 
. , tit iful sng about course in Railway Traffic 


Buffalo, 4 Name... 


CORP e meee eee eee eee eee eee eee Ee EE eee eee eeeeeeeeeee 


N. Y. 
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PRR meee meee eee HEHEHE EEE HEHEHE HEE E EERE ESOS 


Pacific—Caribbean— | 


Gulf Line 


free, Booklet No. D-855, giving 


DIRECT SERVICE 
BETWEEN 


NEW ORLEANS 


GALVESTON 


HOUSTON 
MOBILE 


AND 


San Diego, Los Angeles Harbor, San Francisco, 
Portland, Tacoma, Seattle and other Pacific 
Coast Ports via Panama Canal 
SS “‘NYANZA,”’’ From the Gulf, about May 13th 


SS “DELCO,’’ 
A-1 Steamer 


sé 


66 


May 28th 


‘* Late May, early June 


SS “HOBOKEN,”’ From the Pacific Coast, Early May 


SS ‘“‘OSAGE,”’ 
SS ““REDHOOK,”’ 
SS ‘““ELDORADO,”’ 


6 


6é 


se 


Early May 
Late May 
Early June 


Rates quoted, bookings and other information furnished upon 


application 


THE STEELE STEAMSHIP LINES, Incorporated 


GENERAL GULF AGENTS 
630 Common St., New Orleans, La. 


Steele ~~ SWAYNE & HOYT, Ine. 
ona 430 Sansome St. 
San Franeisco, Calif. 


Galveston, 


80 Broad St. 
New York City 
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NEW ENGLAND DIVISIONS CASE 


The Trafic World Washington Bureau 


The defense the Commission will make of its order in the 
New England divisions case, the validity of which has been at- 
tacked in the United States court for the southern district of 
New York in Akron, Canton & Youngstown et al vs. United 
States of America and Interstate Commerce Commission, has 
been set forth in a brief on the subject, prepared by Walker 
D. Hines and J. Carter Fort, which is also signed by Chief 
Counsel P. J. Farrell. 

It is largely based on the opinion of the Supreme Court of 
the United States in O’Keefe vs. United States, 240 U. S. 294, an 
outgrowth of the Tap Line cases in which the Commission, with- 
out examining each specific joint rate, its division and sub-divi- 
sion among the carriers participating therein was involved; and 
the high commendation given by that same tribunal, in R. R. 
Commission of Wisconsin vs. Chicago, Burlington & Quincy, bet- 
ter known as the Wisconsin case, in which the court disposed 
pf the questions whether the Commission had exceeded the 
power granted by Congress in section 13 to remove discrimina- 
tion against interstate commerce, and in section 15A, in which 
Congress directed it to establish rates that, as near as might be, 
would yield a fair return, or whether when Congress granted the 
power the Commission used, it went beyond the scope of its 
power derived from the commerce clause of ‘the Constitution. 

In the O’Keefe case, one of the points made was that the 
Commission, in prescribing the division, had not examined 
each joint rate, nor had it gone sufficiently into the details of the 
Louisiana & Pacific, the tap line that was affected by the order 
called in question, to enable it to make a just decision on the 
question of a proper division for the tap line. The court said: 


But, besides these details as to this line, the commission had be- 
fore it, as its reports show, a mass of evidence relating to numerous 
other tap lines, operated under somewhat similar circumstances, in- 
cluding evidence as to the allowance actually made to them out of 
the joint rate. Evidence of what was allowed on these tap lines had 
a tendency to show what was reasonable and therefore permissible 
upon other tap lines, including the Louisiana & Pacific. It is said 
there was no evidence to enable the commission to fix a just compen- 
sation to that line for a haul of a given number of miles as compared 
with the just compensation for a haul of a greater or lesser number 
of miles; no evidence as to terminal expenses, or cost of road haul, 
or the relation between these factors, or as to other elements which 
should be taken into account in fixing a division according to the 
length of haul. But the evidence showed that some limitation was 
called for, and, in general at least, furnished the materials upon 
which to base it. A tribunal such as the Interstate Commerce Com- 
mission, expert in matters of raté regulation, may be presumed to be 
able to draw inferences that are not obvious to others. 


In the Wisconsin case the court commended the clause the 
Commission puts into all its decisions in important cases that 
if any carrier or state commission had a situation in which the 
order in the case worked .injustice, the facts might be brought 
to its attention. Such a saving clause was put into the New 
England divisions’ case. The brief calls attention to the fact 
that if the Central Railroad of New Jersey, Erie and other car- 
riers contesting the order have facts with regard to themselves 
showing they should not be included in the order, the way is 
open for them to come in and ask for their exclusion from the 
terms thereof. The court, in the Wisconsin case, commenting 
on that part of the Commission’s report, said: 


In _a general order thus supported, possible injustice can be 
avoided by a saving clause allowing anyone to except himself from the 
order by proper showing. 


SALT RATE CONFERENCE 


Something in the nature of a general inquiry into the salt 
rates of the United States will be necessary in order to bring any- 
thing like order out of the situation, in the opinion of a num- 
ber of shippers and carriers present at the conference on salt 
rates, held May 11, in the rooms of the Central Freight Asso- 
ciation, at Chicago. Although the advisability of recommend- 
ing such a course to the Commission was discussed, no agree- 
ment was reached, and the most that that body is likely to hear 
about the conference is a report that the parties could not agree. 

Discussion, it was said after the meeting, was plentiful, but 
the only thing even remotely resembling a concrete proposal 
emanating from the carriers was the insistence by the’ Frisco 
line that a rate be published, from the Kansas salt fields into 
Chicago on the Louisiana-Chicago basis of $5.13 a ton. Even 
that could not be called definite, since the Frisco does not enter 
Chicago on its own rails, and concurrence of the C. & E. I. and 
the Alton will be necessary in order to make the proposal a 
fact. 

Kansas interests were, of course, glad to hear the news, but 
a storm of opposition arose from the Michigan and the New 
York interests. The former insisted that if an effort was to be 
made to put the Kansas mines into the Chicago market, they 
should have the opportunity, through appropriate adjustments, 
to get into the Missouri River markets and St. Paul, and the 
territory between Chicago and those points. 

Specifically stated, the conference was a failure—on that 
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point at least there was some semblance of agreement. The re 
fusal of the Commission to allow the Illinois Central to reduce 
the Louisiana-Chicago rate from $5.13 to $4.20 (I. and S. 1398, 
recently re-opened for further argument), gave rise to the 
thought that the eastern salt interests might be able to persuade 
the Commission to suspend the proposed reduction from $7.00 to 
$5.13 in the Kansas-Chicago rate. 

If that was done the situation would remain substantially 
where it is today. The failure of the carriers to make any strep. 
uous efforts to make order in the salt rate adjustment, was 
taken by some as an indication that they would welcome an ip. 


vestigation such as has been suggested might be ordered by the 
Commission. 


FOURTH SECTION HEARINGS 


Examiner H. W. Johnson began a series of hearings jn 
Chicago, May 8, the object of which were to help the Commis. 
sion clear from its records remnants of fourth section applica- 
tions filed by W. H. Hosmer, former tariff filing agent for the 
Western Trunk Line Committee, and by individual carriers, 
prior to February 17, 1911. Seventeen applications were men- 
tioned in the order for hearing, most of which were filed by 
Hosmer, and the remainder by the Chicago & Alton, C. & G. W., 
Cc. M..& Bt.. Pe... C. © i. @ PF... €. St. v. Mw. & O.. Mm. St. Ps 
S. S. M., and the Illinois Central. Other applications, not men. 
tioned, but which were filed prior to February 17, 1911, the 
Commission said, would also be heard. 

Generally the matters involved were of a routine nature, 
Some of the applications have been allowed in part and rates 
on them have been in effect for many years. Some interest 
was manifested in the question whether “lower rates for longer 
than for shorter hauls were reasonably compensatory,” a phase 
which the Commission said should be gone into. At the hear- 
ing it developed, however, that little if any testimony and data 
on that subject would be entered. 


RATES ON CREAM TO ST. LOUIS 


A mileage scale on milk and cream in five, eight and ten 
gallon cans, to apply for distances up to 350 miles on the L. & 
N. railroad, was asked by the complainants in No. 13482, 
Beatrice Creamery Co. vs. L. & N., hearing in which was held 
before Examiner P. F. Gault, in Chicago, May 5. The request 
for rates for the future, however, did not seem to be the major 
part of the complaint, most of the testimony of the complainants 
being directed toward alleged unreasonable charges on milk and 
eream moving from stations in Kentucky and Tennessee to St. 
Louis, in the period from July 1 to November 4, 1920, on which 
reparation of $743.38 was asked. 

It was alleged by E. F. Scott, traffic manager for the creamery 
company, that the rates charged in the period mentioned, from 
Clarksville and St. Bethlehem, Tenn., and Trenton and Pem- 
broke, Kentucky, to St. Louis, were assessed on the combina 
tion over Evansville, although the shipments did not in fact 
move through that point. From Clarksville, for instance, the 
rate charges were 97 cents prior to and $1.165 subsequent to 
Ex Parte 74 on the ten-gallon cans, and progressively less on 
the smaller cans. These rates were alleged to be unreasonable 
to the extent that they exceeded a scale starting with 61.5 cents 
for the largest package. 

On November 4, 1920, the witness said, the rates were re 
duced to a commodity basis of 74 cents, Clarksville to St. Louis, 
for all sizes of cans. This rate was alleged unreasonable be 
cause of the fact that no lower rate was provided for the smaller 
sizes. 

The carrier claimed the rates were reasonable because the 
service provided was chiefly on passenger trains and the goods 
carried were susceptible to great risk. W. Burger, attorney for 
the L. & N., said that his road did not think it would be 4 
profitable venture to put in a mileage scale on cream for as long 
distances as 350 miles. He objected to such a procedure als0, 
because of the complainants’ contention that the C. F. A. scale 
would be the proper one to apply. 


GUARANTY APPLICATION DENIED 


The Commission has dismissed the application of the Ashe 
ville Southern Railway Co. for the benefits of section 209 of the 
transportation act because the results of the company’s oper 
tions during the guaranty period will be covered in the settle 
ment with the Asheville & Craggy Mountain Railway Co. 











CHANGES IN DOCKET 


Hearing in 11842, General Iron Works vs. Director-General, 
c. Cc. GC. & St. L. et al., assigned for May 12, at Tulsa, Okla. 
was postponed to a date to be hereafter fixed. 

Hearing in 13645, the Pure Oil Co. vs. Director-General. 
assigned for May 13, at Columbus, O., was canceled. Fi 

I. and S, 1540, tobacco from Ohio River crossings and a 
jacent points to gulf ports for export, was set for hearims in 
Louisvilie, May 12, before Examiner Cassidy. 
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RAIL HEADS TO DINE AT WHITE HOUSE 


The Trafic World Washington Bureau 


Fifteen leading railroad executives have been invited to 
dinner at the White House the evening of May 20, it was an- 
nounced officially, May 9, at the President’s conference with 
newspaper men. The fact that the invitation had been sent to 
the executives came out in the following manner: A question 
was submitted to the President as to a rumor from Cleveland 
to the effect that the Commission had put the general rate in- 
vestigation case up to the President for final decision and that 
a decision would not be handed down for about three weeks. 
In the reply to that question it was emphasized that the Com- 
mission had not put up the rate decision to the President; that 
it would have no right to do such a thing; and that the Presi- 
dent had nothing to do with the rate decision. 

It was then announced that the railway executives had been 
invited to the White House to discuss questions of policy which, 
under the law, are fixed by Congress. It is understood that 
the main question of policy to be considered is with reference 
to the rule of rate-making in the transportation act and its 
effect, both on the Commission and on the carriers. It is the 
view of some of the President’s advisers that the result of the 
existing rule of rate-making is high rates in times of depression 
and low rates in times of business activity and that the rule 
should be modified. 

It is understood that the railway executives have not been 
advised of the purpose of the dinner, except that the President 
desired to talk over the railroad situation with them. As far 
as could be learned there is no connection between the dinner 
party and the pending rate case. 

It can be stated authoritatively that there was no foundation 
for reports in the press that the Commission was said to have 
concluded that it could not legally compel reductions in rates. 
It was understood that a majority of the Commission favored 
reductions in rates and that a conclusion might be reached in 
the rate case any time. 

Investigation discloses that whatever President Harding has 
in mind probably originated with Secretary Hoover rather than 
from any Commission sources. There is a belief on the part of 
some that the President may have been told that the Commis- 
sion was being hampered by the rate-making section and that 
he wishes to talk with the railway executives about the section 
and also the possibility of making voluntary rate adjustments; 
but as far as can be learned such information did not come from 
the Commission. 


The announcement at the White House was indefinite as to 
the purpose of the conference with the executives. 


Less than twenty-four hours after President Harding had 
announced his dinner for railroad executives the move was being 
considered as politics and nothing but politics from the point 
of view of the man not exclusively interested in the rate side 
of the matter. As to whether it was good politics or otherwise, 
there might be a question. 


The fundamental premise was that President Harding, like 
better informed men, had come to the conclusion or had been 
told that the decision of the Commission on the general rate 
inquiry would not give as great reduction in rates as he had 
expected when, in April, 1921, he told Congress rates must come 
down, and thereby committed himself to a campaign for the re- 
duction of transportation costs. In other words, he would not 
be shown, by that report, to have achieved a notable victory or 
a victory at all. 


As a politician, it is suggested, he saw the necessity for an 
explanation to those who might have been led or misled into 
believing that because he got back of the demand for reduc- 
tions, a big victory would be achieved. 

The second premise is that some of the railroad attorneys 
have indicated their belief that under the rate-making section the 
earriers could not make voluntary reductions in rates without 
running the danger of having the Commission hold that they 
had, by such reductions, estopped themselves from asking for in- 
creases. Some of the commissioners, at times, asked questions 
which might be construed as indicating that they had the estop- 
pal idea in their heads. 

At one time the idea was more prevalent than now that one 
of the effects of section 15A was to petrify rates and deprive 
railroad executives of some part of the discretion about rates they 
had theretofore exercised. 

Apparently that idea got to the White House, because one of 
the declarations made in connection with the denial of a report 
that the Commission had dumped the rate case on the President’s 
desk because it had come to the conclusion that it had not the 
power to make any reductions, was that the Commission could 
not decide matters of policy, because the law makes the policy 
and Congress alone could deal with policies; therefore, the 
President had decided to call in the executives to discuss policies. 

The connection between the Commission’s report and the 
President’s dinner, if any, was to be found, it was thought, in 
the belief that the reductions would not be as great as his 
utterances had led the country to believe they might or should 
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be, and that the reason they would not be as big as expected 
was the fact that the law seemed to make it impossible for 
sis Commission to give greater relief than it was about to 
order. 

There was no perceptible foundation for the report that the 
President would take up the subject of greater voluntary re 


ductions. He tried that way of handling the high rate Situa- 
tion last fall when, as a result, it is believed, of the activity 
of Secretary Hoover and the President, the commissioners and 
the executives were persuaded to sit down in conferences from 
which the public was excluded, and discuss reductions in rates 
supposed to be wholly voluntary. 

The President’s plan, so far as it had developed, seemed io 
be that the law as it stood on the books made it impossible 
for either the executives or the Commission to move as freely 
as desirable—hence, the desirability of a talk between him anq 
the railroad executives. 

A thought among those who have an idea that the Presj- 
dent’s dinner to the railroad executives will be for the better. 
ment of the political fortunes of the administration is that the 
primary in Indiana may have suggested to the President that 
freight rates constitute a subject near the hearts of the voters 
and that, inasmuch as it was a moral certainty the reductions 
the Commission was about to make would not be drastic, it 
would be desirable to have the impression go abroad that the 
inelasticity of the law, and not the Commission or the President, 
was responsible for the failure to realize the hopes created by 
the President’s declaration to Congress in April, 1921, that rates 
were too high and must come down. 

In the Indiana campaign which resulted in the nomination 
of former Senator Beveridge, the victor had devoted himself 
to much talk about the strangling effect of high freight rates, 
The defeat of Senator New, one of the President’s closest per. 
sonal and political friends, it is believed, may have suggested 
to the President the desirability of having a reason or an excuse 
for the failure of the year’s advocacy of reduced freight rates 
to result in more of a cut than the Commission was expected 
to make. Failure of the Commission to cut deeper can be at- 
tributed, in that reason or excuse, to the restraining influence 
of the rate-making section and the failure of the carriers to 
earn an adequate return. 

Secretary Hoover, whose thoughts on transportation are be 
lieved to influence greatly, if not wholly to guide, the President, 
at various times has indicated that, in his opinion, it would be 
well for the railroads and tend to get them back to normalcy, if 
their executives would adopt a policy of making reductions such 
as the Commission perhaps could not order. 

The possibility of a discussion of a policy for the rail ex- 
ecutives to follow, rather than a discussion of a change in 
policy by a change in the law, as the subject for consideration 
at that dinner, has been recognized. The inference, however, 
has been that the President wanted to talk about policy as em- 
bodied in law because the announcement at the White House 
contained the declaration that the law established the policy. 
The law does not establish the policy of rail executives, except 
in so far as section 15-A might constrain them to avoid reduc ' 
tions lest it be contended, by the Commission, that such volun 
tary reductions would estop them from coming back to the 
Commission with requests for increases in rates. 

A discussion, at a White House dinner, of policy to be 
followed by the executives, regardless of any seeming inhibi 
tions of the law, therefore, would be just as much in point as 
a discussion about a change in the law which makes the public 
policy. Under the wording of the announcement from the White 
House, either or both kinds of policy could be discussed if the 
President were anxious, as suspected, to show the public that 
failure to obtain as great reductions as some of those who read 
the Harding address to Congress might have thought would be 
forthcoming, was due to the law or lack of a policy by the rail 
executives. 

Secretary Hoover, whose influence is believed to have 
brought about the dinner, has mentioned the subject of a policy 
on the part of the rail executives more liberal in the matter of 
reductions than could be followed by the Commission. In 4 
speech to the Chamber of Commerce of the United States, 0 
February, he referred to the desirability of such a policy, % 
follows: 

I do not assume for the moment that we can impose upon them 
a reduction of rates, for, as the senator has pointed out, it amounts 
to a confiscation. But it would appeal to me, and I think to most 
business men, that if our railway managers were willing to concede 
to the public month by month in the reluction of rates every, yon 
that they earn in excess of their necessary bond interest, taking the 
railways as a whole, they will gain in rapidity of adjustment and in 
their own ultimate returns. Many of our rates are at the point 7 
diminishing return and beyond it, and I believe that if we could s¢ 
an amelioration of rates parallel with every economy in operate 
that our managers can produce, we will have expedited the ent 
es 5g of our econome fabric. (Traffic World, February 11, 19% 
p. 

In his statement before the Commission February 3 Mr. 
Hoover said: 


During the past eight months the railways have made mr 
thousand readjustments of local rates in endeavoring to hea 
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distortions, but I am convinced that the whole railway rate structure 
needs a most systematic overhaul in the light of these new economic 
forces that have been brought into play. 

We obviously must maintain the average rate that will support 
our transportation systems adequately and such an overhauling of rates 
might well mean the advancement of rates in certain commodities in 
order that compensation can be given to others where there is undue 


duress. 

Secretary Hoover May 11 declined to discuss in any way the 
subjects that might be taken up at the President’s dinner. He 
said any light on that matter would have to come from the White 
House. There has been no further statement from the White 


House nor has a list of the executives invited or to be invited 
been made public. 


REPORT ON RATE INQUIRY 


The Trafic World Washington Bureau 


The final vote of the commissioners on the general rate in- 
quiry has been taken. The time for the promulgation of their 
report, at the time this was written, was largely a question of the 
mechanical possibilities of the government printing office and 
the clerical force of the Commission. However, the thought was 
that it might get to the public May 13. 

As to what it would contain there was not much vital dis- 
agreement. No informed person expected any drastic orders. No 
one expected anything in the way of orders reducing passenger 
fares, although railroad managers and railroad lawyers gener- 
ally admitted that the people of the country seemed to be more 
interested in that than in anything else. 

No one expected a reduction in class rates, as such, although 
it was admitted that if reductions were ordered on coal, class 
rates on which fuel oil, its competitor, were carried, might have 
to be brought down by the publication of rates on fuel oil as 
commodity rates, or as exceptions to the classification. 

Commissioners had been close-lipped as to what they would 
hold, but one thought held by practically every one was there 
would be no such thing as a general percentage reduction in 
freight rates, such as advocated by the National Industrial Traf- 
fic League and those who followed its lead in advocating the 
removal of increases by the same method that had been used in 
making them. 

An almost as general thought as that there would be no gen- 
eral percentage reduction, was that reductions would be ordered 
on a selected list of commodities, as to which the testimony tend- 
ed to show the rates were so high that they tended to reduce the 
volume so greatly that the railroads suffered rather than bene- 
fited by the high rates. Every one who had made up a list of 
commodities to be thus favored, in some particulars, disagreed 
with everyone else. There were fewer disagreements about coal 
than as to any other commodity. Another thought that was 
fairly general was that the Commission would forbid the restora- 
tion of the rates on products of the farm, range, orchard and 
garden that were put down January 1 for a period of six months. 
Whe tariff schedules then filed provide for the expiration of the 
lowered rates with the close of business June 30. 

Notwithstanding these general impressions, the number of 
facts commissioners have given out was so small that really 
no one man could honestly say he knew anything as a certainty 
about their decision. Such facts as were known were that such 
and such commissioners were opposed to such and such things. 
However, the things they would do when the necessity for mak- 
ing compromises came, was not known, and assertions that 
such and such a thing was a guess were no more than shrewd 
guesses, based on more or less accurate knowledge of what 
had taken place before the compromising was begun. 

Only by compromise were the commissioners able to arrive 
at a conclusion. No one commissioner could get out of the 
decision all he hoped for. That was made obvious in the earli- 
est conferences on the subject, when the commissioners, in a 
broad way of speaking, divided into three groups, as nearly 
balanced as eleven men could be. 

At the time this was written the thought was that the Com- 
mission’s order, or suggestion, if a positive order were not em- 
bodied in the report, would be to make the reduced rates effect- 
ive July 1, the first day of the second half of the fiscal year. 
An earlier date would be impracticable, because the law directs 
that thirty days be given for compliance with an order requiring 
changes in rates, rules or anything else requiring publication. 
Even if the order requires the establishment of the new rates 
not later than July 1, it would not be surprising if the rates 
were not made operative until later dates, because a rate re- 
vision downward is more difficult than one upward, if the up- 
ward revision is to be made by percentage. 

Only one thing makes for speed in the reduction of rates. 
No railroad can do much business while there is an uncomplied 
with order of reduction outstanding. All the tonnage possible 
is held back pending the effective date of the lowered rates. 


While there had been suggestions at various times during 
the pendency of the case about proceedings by the railroads to 
prevent, by court action, the operation of any order the Com- 
mission might issue requiring rates to be produced, there was 
no thought, at the time the report was known to be imminent, 
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that such action would be taken. The thought was, of course, 
that no drastic orders would be issued and therefore, an appeal 
to the courts would be met by the inquiry from the bench: 
“How do you know these rates will be confiscatory, or yield less 
than the rate of return Congress has admonished the Commis. 
sion to try to provide for you? You have not tried them. We 
think that if you tried them and found them so destructive, the 
Commission itself would change them rather than wait for ap 
injunction which would have the effect of telling them they had 
made a mistake so great as to require the interposit on of 
judicial protection.” 

Besides, the tendency among all railroad executives has 
been to give the Commission credit for trying honestly to dea] 
with a situation which they admitted, at the hearing, was highly 
unsatisfactory because rates were high. Court. proceedings, it 
is believed, would follow only in the event of foolish drastic re. 
ductions, which nobody has ever expected. 


CUMMINS INVESTIGATION 


The Traffic World Washington Bureay 


Alfred G. Hagerty, former examiner for the Commission, 
who gave particular attention to carriers’ accounts, appeared 
hefore the Senate interstate commerce committee, May 6, and 
replied to charges made by Frank J. Warne, economist for the 
train operatives, as to alleged manipulation of maintenance and 
accounts by the railroads. He said he was asked by the rail. 
roads to make the reply because of his long experience on the 
Commission. 

Mr. Hagerty said the testimony of Mr. Warne with refer. 
ence to “manipulation of maintenance” was the “most pernicious 
of Mr. Warne’s many unjust accusations.” 

“The most injurious and misleading part of Mr. Warne’ 
statement on this general subject has reference to the alleged 
padding of expenses during federal control and more especially 
during the six-month guaranty period,” said he. 

Mr. Hagerty explained in detail the uniform system of ac- 
counts of the Commission. 

Discussing the check made by the Commission of the car- 
riers’ reports of accounts for the test period, in order to ascer- 
tain the standard return for the period of federal control, Mr. 
Hagerty said the result was that instead of deductions being 
made on account of errors, the Commission added ‘approximately 
$155,766 to the standard return—that the errors found favored 
the carriers to that extent. 

“It seems to me,” said he, “that in the net result we have 
quite conclusive proof that the railroads of this country are not 
making false returns to the Commission. As a result of these 
examinations, which were most sweeping and comprehensive, the 
Commission did not find a single instance of manipulation, falsi- 
fication or fraud on the part of the railway accounting officers.” 

Mr. Hagerty said Mr. Warne’s graphical charts and curves 
were “dangerous in deception and likely to influence the unin- 
formed to accept his deductions, inferences and accusations, as 
facts, when they fairly scream with misconception.” 


HOUSE COMMITTEE HEARINGS 


The Trafic World Washington Bureau 


An attempt to close the hearings before the House commit: 
tee on interstate and foreign commerce on the pending bills 
which would repeal section 15a and modify section 13 of the in: 
terstate commerce act, failed, May 9, the majority of the com- 
mittee defeating a motion made by Representative Hawes of 


Missouri to postpone further hearings until the December ses 
sion of Congress. 


John E. Benton, general solicitor for the state commissions, 
was on the stand being cross-examined on his previous test 
mony when Mr. Hawes suggested it would be best to stop the 
hearings for the time being. 


Mr. Hawes pointed out that the hearings were in progress 
when the Supreme Court decided the Wisconsin case, that the 
committee on co-operation of the Commission and the state comr 
missions had now agreed on a plan for co-operation, and that 
much of the conflict between the state and federal commissions 
was being removed. He suggested that, if a recess were take 
until December, such action would give an opportunity for the 
co-operation plan to be perfected. Then, he said, if any action 
by Congress were required the committee could meet again 0 
the subject. 


Mr. Benton said he hoped the committee would not adjour. 
He said the plan of co-operation agreed on was to be regarde 
in no way as a substitute for the state commissions’ legislativé 
program and that they intended to press for the legisla’ 
changes just the same as if the agreement had not been reached. 
He said he had not heard officially from any of the state com: 
missions as to the acceptability of the plan for co-operation. 


Representative Hoch said the agreement reached between the 
Commission and the representatives of the state commission 
had nothing to do with section 15-a and that section 138 —_ 
clarification so that it would be known where the powers of t 
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INTERSTATE COMMERCE COMMISSION 


Port Investigation 


DOCKET 12681— Charges for wharfage, handling, storage and other accessorfal services at South Atlantic 
and Gulf Ports; to be heard at Wilmington, N. C., Atlanta, New Orleans and Galveston, May 5 to 15. 


Southeastern Class Rate Investigation 


Investigation instituted by the Commission of class rates applicable in interstate commerce within southern ter- 
ritory; between that territory and Ohio River crossings and points in Illinois, Buffalo-Pittsburgh and central territories, 
and between that territory and Virginia cities, and points in Trunk Line and New England territories. The Commission 
in fixing interstate rates will consult with the state commissions with a view to bringing about greater harmony between 
intrastate and interstate rates. Numerous fourth section departures are also involved. 

First hearing begins at Atlanta on May 22nd; subsequent hearings are to be held at Asheville, Cincinnati and 
New York. For copies of Official Stenographer’s Minutes address the undersigned. 


United States Shipping Board 


Hearings on question of whether adequate facilities exist to warrant enforcement of section 28 of the Merchant 
Marine Act of 1920; affecting movement of tonnage through the ports under preferential export rates to ships oper- 
ating under the American flag. Hearings to be held as follows: 
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For copies of Official Stenographer’s Minutes address the undersigned. 


National Association of Railway and Utilities Commissioners 


Convention held Atlanta, Ga., October, 1921; next convention to be held Detroit, Mich., September 26, 1922. 

Valuable reports and discussions on matters affecting all public utilities under the jurisdiction of the various state 
commissions of the United States. 

Official copies of 1921 convention now on press. 


There will be no second edition. Order now. Price, $4.00 per copy. 


For Official Stenographic Report address the undersigned. 


THE STATE LAW REPORTING COMPANY 


Interstate Commerce Commission. 
United States Shipping Board. 
National Association of Railway and Utilities Commissioners. 
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state and federal commissions began and ended with respect to 
intrastate rates. 

Alfred P. Thom, general counsel for the Association of Rail- 
way Executives, when asked how much time his witnesses would 
take, replied that he had ten or twelve witnesses and that they 
would take not less than two weeks. He said he would be occu- 
pied next week before the Cummins’ committee, when Robert 
S. Lovett and L. F. Loree and other railroad witnesses will 
resume testifying in the Cummins’ investigation. 

The committee then went into executive session. At the 
conclusion thereof, it was announced that the hearings would 
go on and that the railroads would begin next Tuesday, May 16. 

Mr. Hawes had pointed out also that Congréss would be 
taking an adjournment during the summer and that no action 
would be taken anyway on the railroad legislation at this ses- 
sion of Congress. Although the hearings are going forward, it 
is not believed that the proposed legislation will reach the floor 
of either branch of Congress at this session. 


MOTOR TRUCKS, RAILROADS AND TAXES 


Declaring that motor stage operators have no right to con- 
vert to their own profit the money paid by taxpayers for the 
construction and maintenance of highways, the Public Utilities 
Commission of Colorado has handed down a notable decision. 

The Colorado commission made an investigation of the 
transportation conditions in Eagle and Garfield counties, through 
which the bus lines wish to operate, and found that in the two 
counties, although there were sixty-eight motor trucks operating 
as public carriers, they paid into the state treasury only $819 
a year for use of the state and county highways. 

The Denver & Rio Grande Western Railroad, which these 
buses parallel, paid in the same period $38,023 for the public 
roads which it did not use at all, and other taxes in addition, 
making the total in these twe counties by the railroad company 
$153,896. 

The portion of the decision which is of special import is 
that defining “public convenience and necessity,” as follows: 

Public convenience and necessity, by which must be understood 
the convenience and necessity of the people at large as contradistin- 
guished from the convenience and necessity of a very small number 
of persons who seek to derive a profit from the farmers’ and home 
owners’ investment in roads, never contemplated that the truck driver 
should destroy that, to the cost of construction of which he contrib- 
uted little or nothing, or that he should reap where he has not sown. 
When the taxing laws of this state are so amended that the truck 
driver operating over state highways shall contribute his due propor- 
tion to the cost of construction and maintenance of our highways, 
then, and only then, can this Commission regard his use, under proper 
conditions and restrictions, of a great and tremendously expensive 


public facility as of equal dignity and equal benefit to the people with 
the moderate use thereof by the ordinary taxpayer. 


COAL PRODUCTION REPORT 


“Production of coal has struck a temporary level a little 
above the 4-million-ton mark,” the Geological Survey says, in 
its current coal production report. “The output for the week 
ended April 29 was 4,150,000 tons, and early reports indicate 
that the week May 1-6 will show a like amount. Production of 
anthracite remains practically zero.” 

The report shows that daily loadings run from 11,000 to 
12,000 cars. For illustration, the loadings of the first four days 
of the fifth week of the strike were as follows: Monday. 11.- 
919; Tuesday, 12,120; Wednesday, 12,810; and Thursday, 12,460. 

The accumulation of unbilled cars is slowly decreasing, but 
is still above normal, the report says. The total number of 
unbilled cars for the week ended April 29 is estimated at 18,750, 
as against 23,917 for the week ended April 22. 

The movement of bituminous coal across the Hudson in 
the week ended April 29 was the lowest since the beginning 
of the strike. The total forwarded—769 cars—represented a 
decrease of about. 20 per cent from the week before, and was 
but one-fifth of that in the week preceding the strike. Anthra- 
cite shipments increased to 501 cars. In addition to the cars 
moved through the rail gateways of the Harlem River, May: 
brook, Rotterdam, Mechanicsville, Troy and Albany, shown in 
the table below, 28 cars of bituminous coal were forwarded 
through Rouse’s Point to northern New England. In the cor: 
responding week a year ago 2,877 cars of anthracite and 2,669 
cars of soft coal were forwarded. 

Shipments of coal through Hampton Roads increased per- 
ceptibly during the last week in April. The total quantity han- 
dled was 396,000 net tons, an increase of nearly 30,000 tons, or 
8 per cent. Cargoes consigned to New England, and other 
coastwise shipments increased 213,385 and 94,447 tons, respect- 
ively. The export business continued at about the same rate 
as in recent weeks. The week’s export tonnage was 57,206. 
In the corresponding week in 1921, when foreign demand was 
active as a result of the British miners’ strike, 230,713 tons 
were exported. 


You can get the day’s important traffic news every 
en in the year through THE DAILY 


THE TRAFFIC WORLD 


Vol. XXIX, No. 19 





Questions and Answers 


In this department will be dhswered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 

interstate tr tion of freight. A traffic man of long experience 
and wide knowl will answer questions relating to practical traffic 
é@ms. We do not desire to take the place of the traffic man but to 
. ip him in his work. desiring immediate answer by mail or 

wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 
Address Questions 
Traffic Service Corporation, 


w 


Colorado Building, Washington, D. C. 
a 





Tariff Interpretation: General Description of Commodities 


New Jersey.—Question: We have in the past two years 
made numerous shipments of fir doors, fir mouldings and floor. 
ing in mixed carloads from northern Pacific coast to destina- 
tions in Trunk Line territories, and are now receiving under. 
charge bills from the carriers assessing a combination of rates 
based on Chicago, Ill., or other points in Central Freight Asso- 
ciation territory as against the use of a through rate on the 
original collection at destination. 

It is our belief that on shipments of the above character, 
item 8, page 61, of Agent Countiss’ E. B. Tariff No. 17-D, his 
I. C. C. 1079, covers, as, in our opinion, mixed carload of doors, 
flooring and mouldings would be covered by inside finishings, 
and the proper rate to apply would be a group E rate, or, as 
shown in note covering this item, a group rate, but not less 
than $1.13% per ecwt. In this instance the point of destination 
would take a New York rate, and from codst points, group B 
to New York rate would be $1.20 per cwt., as against a com- 
bination of $1.36, which the carriers wish to assess. 

Can you advise any good reason why a mixed carload of 
steck as shown above would not be covered by the item referred 
to, and do you know of any definition which has been made by 
the carriers explaining exactly what is covered by the term 
“inside finishings?’” 

Answer: There seems to be no official definition of the 
term “inside finishings’” and, in the absence of such definition, 
we are inclined to the view that if the matter were submitted 
to the Interstate Commerce Commission for a ruling, it would 
interpret the term in the light of trade usage, taking the mean- 
ing of the term as it is: understood in builders’ or carpenters’ 
trade circles, as a basis for its interpretation. We understand 
that the common acceptance of the term includes such articles 
as baseboards, stairwork, door and window casings, inside grille 
work, panels, etc., and many other trimmings which do not 
constitute essentials of the structure of a building, but which 
are, as the term implies, “finishings,” or trimmings, as some 
tariff agents use it. The difficulty presented is that the term 
is susceptible of varying interpretations, is ambiguous and com- 
pelling the reader to accept the alternative of knowing every 
item which may lawfully be included under the description, or 
risking a misinterpretation. Technically, perhaps, fancy flooring 
and doors are inside finishings, and as such would come within 
the description. The intention of the tariff framer is not con- 
trolling, but a reasonable construction of the language used 
must be made. It is our view that such construction, when 
the language is not clear of import, contemplates a considera: 
tion of the customary adaption of the term, which, we under- 
stand, does not include doors and flooring. 


Tariff Interpretation: Establishment of Specific Commodity Rate 
Removes Application of Contemporaneous Mileage Rates, 
Except in so far as Their Alternative Use Is Authorized in 
Separate Sections of Same Tariff 


Tennessee.—Question: This station is a common point, be 
ing located on both the Southern and Louisville & Nashville 
railroads; these two roads also enter the city of Knoxville, Tent. 

Agent Glenn’s I. C. C. A-281 names a rate of 9 cents per 
ewt. on logs, except cedar, walnut and cherry, Cumberland Gap, 
Tenn., to Knoxville, Tenn., both the Southern and L. & N. rail 
roads being parties to this tariff. ; 

I. C. C. A-9106, issued by W. H. Paxton, general freight 
agent of the Southern Railroad Company, names a rate of $20.50, 
logs, carload, minimum 40,000, this charge being based on 4 
distance of 70 miles or less. Note “C” on the title«page of Mr. 
Paxton’s I. C. C. A-9106 reads as follows, viz.: “Mileage com 
modity rates shown herein may be used only when no specific 
commodity rates have been provided. When governed by class 
fication which also contains distance or mileage commodity 
rates they will take precedence over the distance or mileagé 
commodity rates in such classification. They may not be used 
either by themselves or in combination in preference to any 
specific commodity rate.” 

It is contended that the lawful charge for a car of 1088 
from Cumberland Gap, Tenn., to Knoxville, Tenn., over the 
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Southern is $20.50, when the weight is 40,000 pounds or less, 
this charge being based on a distance of over 60 miles and less 
than 70. 

The points of origin and destination both being common 
points on the Southern and L. & N. railroads, I cannot under- 
stand how the Southern Railroad could apply a rate named in 
a tariff of their own issue, which would conflict with Agent 
Glenn’s I. C. C. A-281. Will be pleased to have you give your 
ruling in this case. 

Answer: Rule 10-g, Interstate Commerce Commission’s Tar- 
iff Circular 18-A provides: 

“It is permissible for a carrier to issue a tariff containing 
distance or mileage commodity rates for use in determining 
rates on its own line, but in such cases the distance or mileage 
class rates may be used only when no other commodity rates 
are provided.” This rule further provides that notice to this 
effect must be published on title page of the distance tariff, and 
in this case is so published. 

This being the case, the rates carried in Southern I. C. C. 
A-9106 may not be used in lieu of the 9-cent rate in the Glenn 
issue, which is a specific commodity rate, which rate is also 
the local rate of the Southern Railway. The minimum weight 
in the Glenn issue is 30,000 pounds, and in the Southern Railway 
local is 40,000 pounds. Manifestly, the minimum weight of the 
former will accommodate any sized shipment which could be 
accommodated by the latter without increasing the aggregate 
charge on the shipment due to the difference of minima. 


Tariff Interpretation—Icing and Refrigeration Services Under 
Fairbanks’ Protective Tariff No. 1 


Georgia.—Question: During the peach season of 1921 we 
forwarded to Jersey City, N. J., quite a number of cars of 
peaches, which were placed in storage with the “A” Refrigerating 
Company and afterward diverted to piers on North River and 
sold in New York. 

These peaches were diverted, with a notation, at the time 
that they were subject to subsequent free lighterage. It was 
the intention, at the time they were shipped, for the shipments 
to be diverted to New York. 

On the movement of the peaches from the storage plant 
to the piers the “B” Railroad charged us with the amount of 
ice placed on cars and reconsigning charge of $7 and a refrig- 
eration charge of $7.50. 

On referring the matter to the auditor of the “B” Railroad 
he advised me that the shipment came under the provision of 
rule 145 of Perishable Protective Tariff No. 1. He also con- 
tends that this should be handled under rule 240 of the same 
tariff. It is my contention that rule 145 applies and that the 
charges must be assessed on basis of rates in tariff of the “B” 
Railroad that was in effect at that time and not on the basis 
of rule 240. 

Answer: Rule 145, in effect, merely provides (so far as 
this shipment is concerned) that if the peaches are stored in 
transit, charges for protective service into and out of the storage 
point will be those lawfully in effect at times of the respective 
movement. In other words, the rule contemplates two separate 
protective service contracts, one to cover the movement into 
the storage, the other covering the outbound movement. It 
does not specify what those charges shall be. This rule is 
especially designed to cover shipments of perishables stored 
in transit, and does not apply to shipments which are billed 
through from origin to final destination. If the shipment is 
billed through from origin to final destination under instructions 
“Do not re-ice” then it comes within the purview of rule 240. 
Paragraph (a) of the latter rule provides the basis for charges 
on the initial icing in such cases, and paragraph (b) provides 
basis of charges in case the shipper elects to change his original 
instructions concerning ice, by having the car re-iced before 
arrival at destination. It should be remembered that rule 240 
applies only to “Through-billed shipments moving under in- 
structions Do not re-ice.” 

There would be no re-icing charge of the car in the case 
described by you, because the car initially iced covering the 
movement into storage point was abandoned when shipment was 
placed in storage. A new and entirely different icing contract 
is effected when the shipment is forwarded from the storage 
point, and usually a different car is furnished. Under this new 
protective contract, the shipper has the option of selecting, and 
under rule 145 must select, the character of protective service 
used in accordance with provisions of rule 80. If he specifies 
the car shall be iced, this is in no sense a “re-icing” such as 
is contemplated in rule 240. It is an initial icing on the out- 
bound movement from storage, under a new undertaking cover- 
ing protective service. 


Freight Charges—Collection of from Consignee 
Connecticut.—Question: We believe that you have pub- 
lished, in the past, answers to requests for information in re- 
gard to the payment of freight charges where the railroad 
company were unable to collect from the consignee and received 
payment from the shipper. 
We have at present a case of this kind, where the shipment 
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was made in 1920, forwarded prepaid. The following day the 
error was discovered and a_ corrected bill of lading isgyeq 
changing to read collect, which was signed and accepted by the 
local agent. Since the time of shipment customer has gone 
into the hands of a receiver and we are now in receipt of a pij 
from the agent at destination for the transportation on this 
shipment. We have written him, advising that inasmuch a 
shipment was shipped on a collect basis, before paying these 
charges, we wish him to furnish us with some burden of Proof 
showing that he endeavored to collect same from the consigneg 
at destination. We have also suggested that he take the matte 
up with the receiver, whom we feel sure will pay these charges, 
Inasmuch as our claim against this concern has been sent in 
we are unable to add these charges and believe that he cay 
arrange to collect. same if presented to the receiver, as it jg 
only a small amount. 


However, the information we would appreciate receiving 
from you is this: We understand that shipper is compelled to 
pay the freight charges where the railroad company is unable 
to collect from consignee prior to the new bill.of lading, which 
recently went into effect. We cannot find any rule in the 
classification nor interstate commerce act, and we do not he 
lieve there is anything. It is our understanding that the re. 
son for this is the decision handed down by some court. Wil 
you be kind enough to advise us the authority of this ruling? 

Answer: The form of bill of lading recently prescribed 
by the Interstate Commerce Commission carries on its face 
a provision respecting the payment of the freight charges by 
the consignee before delivery of the shipment, and section 7 
of the contract terms and conditions on the back thereof states 
that if the consignor stipulates, by signature, in the space pro 
vided for that purpose on the face thereof, that the carrie 
shall not make delivery without requiring payment of the 
charges and the carrier makes delivery without collection of 
the charges, the consignor shall not be liable for such chargeg 

The courts have in the past, as a general rule, held that 
the consignor, as the party with whom the contract of carriage 
was entered into, was liable for the freight charges, regardless 
of the fact that the shipment was delivered without collection 
of the charges and regardless of the provision formerly carried 
in section 7 of the bill of lading that the owner or consignee 
shall pay the freight and all other lawful charges accruing o 
said property, and, if required, shall pay the same before de 
livery. See Southern Cotton Oil Co. vs. Sou. Railway Co., 95 
S. E. 251; Wells Fargo vs. Cuneo, 241 F. 341; R. Co. vs. Bianchi, 
113 A. 53; R. Co. vs. Lovell, 180 N. Y. S. 922; R. Co. vs. Clay 
Co., 166 N. W. 41; R. Co. vs. Tonella, 111 A. 341. Whether or 
not they will hold that, notwithstanding the present provisions 
of the bill of lading respecting the collection of the charges 
from the consignees before delivery of the shipment, where 
the consignor so stipulates, the consignor is nevertheless liable 
for the charges, remains to be seen. The lawful freight charges 
must be collected and, in the event the consignor’s stipulation 
is disregarded and delivery is made without collection of the 
charges from the consignee, it is questionable whether the 
courts will hold that the consignor is not liable therefor, at any 
rate if collection cannot be made from the consignee througl 
suit. 

Liability of Telegraph Company 


Minnesota.—Question: At point A the telegraph compaly 
maintains a buzzer system. The buzzer went out of order # 
5 p. m., and a message was written at 5:10, and the buzzer 
rung for a messenger, but, on account of the buzzer being ott 
of order, the message was never picked up until the followilé 
morning, when the office noticed that the message had not beet 
taken, causing a delay in the telegram for the following days 
market at point B. i 

We would appreciate your advice as to whether or not this 
buzzer system is a part of the service of the telegraph compat), 
and whether or not they would be liable for the loss on account 
of this delay. " 

Answer: We know of no case which specifically passé 
upon the question as to whether or not a buzzer system 184 
part of the service of a telegraph company and whether under 
circumstances such as you relate a telegraph company cal be 
held liable for the loss sustained. : 

Apparently, however, the instrumentality in question is 4 
part of the messenger service of the telegraph company 4 
as such should be kept in good order, and the telegraph com: 
pany should be held liable for negligence in not keeping it D 
good working condition. : 

However, even though liable in damages for negligence, ® 
covery would no doubt be limited to the amount specified + 
the provisions of the tariffs filed by the telegraph company ¥ 
the Interstate Commerce Commission. 

Liability of Connecting Line for Loss or Damage to Cars 
Connection Placed at Industry for Loading or Unloading | 

Maine.—Question: A manufacturing concern had their ~ 
located near the line of Railroad “A.” Had a spur line, ho 
they owned, that connected with Railroad “A.” Railroad _ 
located only a few rods away, but there was no track connecl 
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between Railroad “A” and “B.” This manufacturing concern 
sold a number of carloads of their product to go to a local point 
on Railroad “B” and, in order not to truck their goods, the 
manufacturing plant built a short piece of line connecting the 
two railroads and then ordered carg from Railroad “B” to be 
placed on this pieeé of track that they had built and thémordered 
Railroad “A” to place the cars on their private siding located 
at their plant. Railroad “A” did not order the cars from Rail- 
road “B” and did not agree to pay per diem on them. This 
manufaciuring plant burned and with it some of the cars that 
had been handled as outlined above. Railroad “B” has made 
claim against Railroad “A” for the value of these cars. We 
would like to have your opinion as to who should pay for them. 

Answer: The decision in Central of Georgia Ry. Co. vs. 
Milledgeville Ry. Co., 75 S. E. 615, covers a situation somewhat 
similar to that referred to by you and the principles of this 
case and those cited therein should govern in determining the 
liability of Road “A.” Under these decisions line “A” is not 
liable for the value of the cars. 

Delivery to Carrier—Necessity for issuance of Bill of Lading 

Missouri.—Question: In your answer to “New York,” on 
page 726, in the issue of April 1, 1922; you express the opinion 
that a carrier eannot, by refusing to issue bill of lading after 
being notified that a car is loaded and ready for transportation, 
exempt itself from liability for damage to or loss of goods from 
a car while standing on shipper’s siding, awaiting the issuance 
of bill of lading. 

Have you considered a situation where loading of car is 
completed between five and six p. m. on a private switch and 
before being removed, between 7 and 8 p. m., is robbed? Do 
you not consider that the carrier would be relieved of liability 
under those circumstances on the grounds that the private 
switch, being for shipper’s convenience, carriers could not be 
expected to afford protection, because it would be impracticable 
to do this at each and every private siding, and that a reason- 
able time for removing the consignment from the private siding 
must be allowed before carriers can be expected to assume, 
liability, since, considering the fact that the loading of a great 
many cars is completed about the same time in the evening, it 
would be impossible to pull them from such sidings immediately 
after loading and carriers would seem to be complying with 
their full duty in affording proper protection after cars are 
taken charge of by their employes. 

Answer: In our answer to “New York” we had in mind, 
pursuant to the question asked, the refusal of a carrier to issue 
a bill of lading for a shipment which was being tendered for 
transportation during business hours, such refusal being by 
reason of the inability or possibility of a failure to remove the 
cars until the following day. 


Shippers’ Load and Count Notation 


New York.—Question: A consignment consisting of 7 pack- 
ages, weight 2,735 pounds, was loaded in car by the shipper at 
his plant, located some distance from the station. The car was 
allowed to remain on the shipper’s siding, unsealed, until the 
next day, when it was taken to the freight station and there 
sealed. The carrier had an opportunity to check the shipment 
before sealing the car, but failed to do so, and issued bill of 
lading, “shipper’s load .and count.” Car moved over the rails 
of two roads and arrived at destination under perfect seal record, 
where shipment checked one package short. Shippers have 
furnished affidavit by their shipping clerk to the effect that the 
missing package was included in the shipment when loaded at 
the mill; but, nevertheless, claim has been declined on the 
strength of the “shipper’s load and eount” bill of lading, perfect 
seal record, and upon the further ground that the contract was 
not to so transport the shipment from shipper’s mill, but from 
the freight station, at which point the bill of lading was issued 
and seals applied to the car. 

We shall appreciate any precedent or opinion you may be 
able to furnish relative to carrier’s responsibility for the ship- 
ment from the time it was loaded in car on shipper’s siding 
until car was sealed after being brought to the station next day. 

Answer: 
not a carrier is liable for loss of goods loaded into cars by ship- 
pers, on private sidings and awaiting shipment, because of the 
uncertainty as to the carrier’s liability, under the decisions of 
the state courts, since the modification of the provision in the 
bill of lading relating to the liability of a carrier for loss or 
damage to goods reeeived from or delivered on private sidings, 
the decisions of the courts as to the effect of the shipper’s load 
and count notation govern the instant case. These cases hold 
that in the event a shippers’ load and count notation is shown 
on the bill of lading, the receipt being a qualified one, it be- 
comes a question for the determination of a jury as to whether 
or not the amount stated in the bill of lading was actually loaded 
and a less amount was received at destination. The affidavit 
of the shipper that a certain package was loaded in the car is 
not competent evidence of that fact in an action in court unless 
received by consent or without opposition on the part of the de- 
fendant carrier. As to such matters, the testimony of witnesses 


must be taken in open court or upon deposition. 
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Sale of Perishable Goods 


Ilinois.—Question: April 12, by mistake, we shipped one 
box of gppics and one box of grapefruit to “A,” Iowa, instead oj 
“A,” Indfana, by express, .The express company advised us that 
the goods arrived at “A,” Iowa, promptly, but on account of 
their being highly perishable, they were disposed of for express 
charges. : 

Apples and grapefruit are not of such highly perishable 
nature that they would spoil in a week or ten days. There was 
absolutely no necessity of sacrificing these goods. 

Will you kindly advise us what authority the express con. 
pany has for selling goods without first notifying the shippers? 
It is a custom with all railroads to promptly notify the shippers 
in such cases and ask for disposition of goods. 

Answer: The bailment of goods to the carrier confers no 
power of sale. The contract relates to their transportation: 
and the carrier has no implied right to sell them under ordinary 
circumstances. ‘Nevertheless, in a number of decisions, some of 
which are based on special statutory provisions, it is held that 
a carrier may sell perishable goods where such sale becomes 
necessary to prevent loss to the shipment or to the owner. 
Where practicable, in the absence of a statute otherwise pro. 
viding, it has been held it is the duty of the carrier to notify 
the shipper before selling the goods, and, ordinarily, a sale with. 
out such notice to the owner will constitute conversion, render. 
ing the carrier liable for the value of the goods, as in other 
cases of conversion. 

It will be observed that the present bill of lading in para- 
graph (c) of section 4 provides, with respect to perishable 
freight, that if time serves for notification to the consignor or 
owner of the refusal of the property or the failure to receive 
it and request for disposition of the property, such notification 
shall be given, in such manner as the exercise of due diligence 
requires, before the property is sold. 


Demurrage—Cars Held for Loading 


Virginia.—Question: We are located on road “X,” which is 
a switching line, and connects with all the trunk lines. It does 
not own any Cars. 

With the view to cooperating with the railroads in their 
efforts to load cars in the direction of home, we in ordering 
cars undertake to tell them the number we desire for loading 
to each trunk line. In placing an order with them recently for 
a number of cars we specified three for loading to road “B.” 
At the time the order was placed we had three shipments for 
movement via road “B,” but after the cars were placed some 
thing transpired that made it impossible for us to load the cars. 
We held them on our tracks in the hope that some other business 
would materialize that could be routed via road “B.” 

After we had held the cars 48 hours and also an additional 
three days under our average demurrage agreement, we saw 
that there were no prospects of our having shipments for road 
“B” within the next few days, so we asked road “X” (the 
switching line) if we could load the three ears to road “C,” for 
which road we had several carload shipments. Road “A” stated 
they had received a number of complaints from the trunk lines 
as to the misrouting of equipment and at their suggestion we 
let the cars go out empty, at the same time ordering three more 
cars for routing via road “C.” 

We have been presented with demurrage bill covering the 
entire time these cars were on our tracks. 

If we had been permitted to load the cars, as we were willing 
and anxious to do, there would have been no demurrage, fo! 
the reason that our excess credits would have offset the debits. 
Therefore, in view of the fact that we let the cars go out empty 
on instructions of road “X” it is our contention that demurragé 
should not be assessed. Kindly let us have your views. 


Answer: While the accrual of demurrage on the cars I 
question resulted from your efforts to co-operate with the cal 
riers in their efforts to insure a more adequate car supply by 
the loading of cars to their home destination or to points 0 
the owning railroad, unfortunately there does not appear to be 
any provision in the uniform demurrage rules which would per 
mit the carriers to waive demurrage under such circumstances 


Refund of Express Charges Accruing from Reforwarding o 
Freight Delivered at Erroneous Destination 


Indiana.—Question: On August 31, 1921, we made a ship 
ment of one case to John Doe Company, “A,’ Kansas, via the 
“X” Railroad. Case was properly addressed and bill of — 
correctly made out. The “X” Railroad at this point waybil 
ealled for delivery to “A,” Kansas. aa 

However, shipment was delivered to “A” Company, B, 
Kansas. They accepted same, but on unpacking, moted error ~ 
delivery. John Doe Company immediately forwarded shipme 
by express to proper destination without notifying the railroa 
company of their action. to 

John Doe Company, “B,” Kansas, immediately asked US. 
refund charges which they were forced to pay in error, hes 
we did, amounting to $1.72. We, in turn, filed claim with “ 
railroad company on November 11, 1921. They now advise, af 
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considerable correspondence, that same is unlawful. 
is what they say in regard to the matter: 

“While it may be true that the carriers, in error, forwarded 
this shipment to ‘B, Kansas, instead of ‘A,’ Kansas, the fact 
still remains that just as soon as the ‘A’ Comipany of ‘B,’ Kan- 
sas, discovered that this shipment did not belong to them, they 
should have immediately returned the shipment to the ‘Z’ Rail- 
road with proper information along these lines, and if this pro- 
cedure had been adopted the carriers would then have been 
obligated to forward the shipment to the marked destination in 
freight service and all the consignees at ‘A,’ Kansas, would 
have been compelled to pay would be the freight charges from 
‘C, Ind., to ‘A,’ Kan., but as the ‘A’ Company of ‘B,’ Kan., 
took it upon themselves to forward the shipment to ‘A,’ Kan., 
via express, it is very plain to be seen that the carrier’s freight 
charges to ‘B,’ Kan., were properly earned and cannot, under 
any circumstances, be refunded. If we undertook to refund 
freight charges which we collected at ‘B,’ Kan., it would be a 
strict violation of the law and do not see hpw you can consist- 
ently, under the circumstances, request a refund.” 

Will you advise if this claim is’ valid, iff possible giving de. 
cision rendered in similar cases? i 

Answer: We are inclined to agree with the railroad com- 
pany in their contention that they should not be called upon to 
refund the amount of express charges from “A,” Kan., to “B,” 
Kan., for the reason that, as the railroad company states, the 
attention of the railroad company should have been called to 
the delivery at the erroneous destination and an opportunity 
afforded the railroad company to forward the shipment to its 
proper destination without expense to the shipper, the railroad 
company being liable for any damage which resulted from un- 
reasonable delay, if there was such. 


MO. & NOR. ARK. DIVISIONS 
The Trafic World Washington Bureau 


The Missouri & North Arkansas and all carriers parties to 
No. 13345, in the matter of divisions of joint rates, fares and 
charges on traffic interchanged between the Missouri & North 
Arkansas Railroad Company and its connections, jointly, have 
asked the Commission to set aside that part of its order in that 
case which required the carriers to report to the Commission on 
or before May 15 the divisions established thereunder, and to 
furnish certain traffic information. : 

It will be impossible, the petitioners said, to furnish the de- 
sired information within the time limit set by the Commission. 
They said that the Missouri & North Arkansas has not yet 
resumed operation; that it has not at present a traffic organiza- 
tion; that its auditing department was now being organized; 
and that that company cannot furnish the data called for within 
the time prescribed. Other reasons for their inability to furnish 
the information required by the Commission were set forth by 
the petitioners. 

The petition specifically asked the Commission to set aside 
that part of its order above mentioned and to substitute therefor 
another order requiring the Missouri & North Arkansas and its 
connections, after the former resumes operation, to make and 
file monthly or quarterly reports on current business, showing 
the divisions established between the Missouri & North Arkan- 
sas and its connections, together with the number of tons and 
ton miles and revenue with respect to freight traffic moving 
under interstate joint rates between each of the stations or 
groups of stations for which divisions are determined. 


NORTHERN PACIFIC BONDS 


The Trafic World Washington Bureau 


The Commission has authorized the Northern Pacific to issue 
$115,534,300 of 5 per cent refunding and improvement mortgage 
bonds, series C, and to sell them at not less than 90 per cent of 
par and accrued interest. The proceeds are to be used to redeem 
at 103% per cent of par outstanding joint 6144 per cent bonds of 
the Northern Pacific and the Great Northern. 

The Commission set forth in its order that by an order of 
May 6, 1921, the two companies were authorized to issue $230,- 
000,000 of joint 64% per cent convertible gold bonds. Of the total 
issue, $115,000,000 thereof have been converted into mortgage 
bonds of the Great Northern and about $14,535,400 into the 
Northern Pacific’s series B sixes. 

Continuing, the Commission said: 





Following 


There remain outstanding approximately $100.464,600 of joint six 
and-a-halfs, upon which the applicant is primarily liable and which 
it desires to retire. They are callable for redemption at any time at 
103% and accrued interest and upon 75 days’ notice. If so called, 
the holders thereof will have the right to convert them into series B 
sixes. To the extent, however, that such holders shall be unwilling 
so to convert their joint six-and-a-halfs, it will be necessary that the 
applicant be prepared to pay them. It proposes to raise the cash 
necessary for this purpose by drawing, under its refunding and im- 
provement mortgage,:-and selling at 90 per cent of par and accrued 
interest series C bonds, bearing interest..at the rate of 5 per cent 
per annum, : payable semi-annually on January 1 and July 1, ma- 
turing July 1, 2047, and redeemable as an entirety on or after July 1, 
1952, on any interest date at 105 and accrued interest: As a part of 
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the arrangement for the underwriting of the conversion, redemption 
and sale the applicant will pay a commission of one per cent of the 
principal amount of the joint six-and-a-halfs outstanding. 

The applieant represents that the retirement ofthe joint six. 
and-a-halfs, as proposed, will,,.materially reduce its future interes 
payments and that, therefore, in the judgment of-its officers, direg- 
tors and financial advisers, it is wise soto retire them. It may he 
that, at some future time, such retirement could be effected on more 
favorable terms and with greater interest savings. But corporate 
policy, in.a case of this kind, must be determined by the carrier’s qj. 
rectors. And, since the responsibility'‘for that determination rests 
with them, we do not feel thatthe substitution of our judgment 
for theirs would be;warranted. 


PORTLAND TERMINAL BONDS 


The Portland Terminal Co. and the Maine Central have 
filed a joint application with the Commission asking for author. 
ity to the terminal company to issue and the Maine Central 
to guarantee $195,000 of first mortgage 5 per cent gold coupon 
bonds, dated July 1, 1911, and due July 1, 1961. The purpose 
of the issue is to reimburse the treasury of the terminal company 
for expenditures since January 1, 1919, in improvements, exten. 
sions or additions to the property. The bonds may be pledged 
with the Director General of Railroads in connection with funding 
of the company’s indebtedness to the government for additions 
and betterments made by the Director General. 


C. & 0. EQUIPMENT CERTIFICATES 


Authority has been granted the Chesapeake & Ohio to as. 
sume liability and obligation in respect of $7,635,000 of Chesa- 
peake & Ohio equipment trust certificates, series T, by entering 
into a lease and an equipment trust agreement under which 
the certificate will be issued by the Commercial Trust Company 
of. Philadelphia. The certificates are to be sold at 98 and ac. 
crued interest. The proceeds are to be used to acquire equip 
ment that will cost approximately $9,561,000. Among the equip- 
ment to be acquired will be 68 passenger coaches, combination 
baggage and passenger cars, express and mail cars, and five 
all-steel dining cars, 1,500 steel underframe box cars, 500 40-ton 
steel underframe ventilated box cars, 200 40-ton steel under 


frame stock cars and 50 40-ton steel underframe refrigerator 
cars. 


SETTLEMENTS WITH CARRIERS 


The Railroad Administration announced this week that it 
had effected a final settlement with the Winston-Salem South- 
bound Railway Company by the payment thereto of $72,000, and 
with the Missouri & North Arkansas by the payment by that 
company of $292,000 to the Director-General. 

The Commission has certified to the Treasury that $676,636 
is payable in final settlement for the guaranty period to the 
Chicago, Milwaukee & St. Paul. The total found due the road 
was $23,111,528.05, the difference having been advanced. 





Digest of New Complaints 


No. 13548, Sub. No. 1. Maritime Association of the Boston Chamber 
of Commerce et al. vs. Ann Arbor et al. 

Unduly prejudicial class and commodity rates from a large patt 
of central territory to the ports of Halifax, St. John and Montreal 
for export in comparison with rates to Boston. Ask for rates n0 
higher than accorded the Canadian ports. 

. 13548, Sub. No. 2. Same vs. Alabama Great Southern et al. 

Same complaint as to export rates to Newport News, Norfolk, 
Wilmington, Charleston, Savannah, Jacksonville, Mobile, Pensa- 
cola and New Orleans. Asks for rates to Boston no higher than 
those to the equalized south Atlantic and gulf ports. 

. 13616, Sub. No. 3. Orange Rice Mill Co., Orange, Tex., vs. Beat: 
mont, Sour Lake & Western et al. 

Unjust, unreasonable, discriminatory and preferential rates 
grain, grain products, hay, mixed feed, chicken feed and related 
articles, from Orange, Tex., to Louisiana points. Asks just and 
reasonable rates and reparation. 

. 13761. Traffic and Transportation Bureau of Tacoma (Wash.) 
— Club and Chamber of Commerce vs. Northern Pacific 
et al. 

Unjust and unduly discriminatory charges for switching to that 
part of Tacoma known as South Tacoma. Asks that defendants 
be required to include this section within the switching district 
of Tacoma proper and for reparation. . ‘ 

. 13769. Globe Grain & Milling Co., San Francisco, Calif., vs. Di 
rector General, as agent. , 

Unjust and unreasonable rate on grain in bulk from Albina 
Ore., to San Francisco, Calif. Asks reparation. t 

. 13770. LL. W. Roper, Denver, Colo., vs. Director General, as agen 

Unjust, unreasonable, discriminatory and preferential or prejt 
dicial rates on beans from Grenville, New Mexico, to St. Lous, 
Mo. Asks reparation. . 

~s Standard Sanitary Mfg. Co., Louisville, Ky., vs. Souther 
et a 


Unjust, unreasonable and prejudicial rates on lavatories, bath 
tubs, drinking fountains and kindred articles from Louisville 
Mississippi valley points. Asks cease and desist order, just, tT 
sonable and non-prejudicial rates and reparation. a 
. 13772. Tomahawk Pulp and Paper Co., Wisconsin Dam, Wis. 
Duluth & Iron Range et al. m 
Unjust, unreasonable and unlawful rates on pulpwood fro 
Mile Post 71. Minn., to Wisconsin Dam, Wis. Asks reparation. 

. 13772, Sub. No. 1. Same vs. Same. ‘ st 
Mile Ass 





Same complaint as to shipments of pulpwood from 


86% and Mile. Post 90, Minn,,. to Wisconsin Dam, Wis. 
reparation, 
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No. ——— BHureka Flint and Spar Co., Trenton, N. J., vs. New Haven 
et al. 

Unjust, unreasonable, discriminatory and prejudicial or prefer- 
ential rates on feldspar from Portland, Conn., to Trenton, N. J. 
Asks reparation. 

No, 13774, Traffic Bureau of the Phoenix (Ariz.) @hamber of Com- 
merce et al. vs. Santa Fe et al. . 

Unjust, unreasonable, discriminatory and prejudicial rates on 
forest products from points in Washington, Oregon, Nevada and 
California to Phoenix because higher than those from the same 
points to more distant points in Arizona, Texas and New Mexico. 
Asks cease and desist order, just and reasonable rates and 
reparation. 

13775. Lay Fish Co. et al., New York City, vs. Director General, 
as agent, and American Ry. Express Co. 

Unlawful charges on divers shipments of fish because of alleged 
failure of defendant to deliver at complainants’ places of business. 
Asks cease and desist order and. reparation. 

. 13776. The Portland Flouring Mills Co., Portland, Ore., vs. Great 
Northern et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
gram and grain products from Harrington, Wash., to Portland, 


No. 


Ore. Asks cease and desist order, just and reasonable rates and 
reparation. 
No, 13777. The R. W. Walker Lumber Co., Salisbury, N. C., vs. 


Charleston & Western Carolina et al. 
Unjust and umreasonable rates on logs from points in South 

Carolina to Salisbury, N. C. Asks Géase and desist order and just 

and reasonable rates. 

13777, Sub. No. 1. Same vs. Atlantic Coast Line et al. 

Unjust, unreasonable, preferential and prejudicial rates on logs 
from points in South Carolina to Salisbury, N. C. Asks cease and 
desist order and just and reasonable rates. 

13778 Swift & Co., Chicago, Ill., vs. Aberdeen & Rockfish et al. 

Uunjust and unreasonable rates on fresh meat and packing- 
house products from complainant’s plants to points in North and 
South Carolina and Virginia. Asks cease and desist order, just 
and reasonable rates and reparation. 

13779. The Fitch Dustdown Co., Cincinnati, O., vs. Ann Arbor et al. 

Alleges that classification rating of third class applied by de- 
fendants to floor sweeping compound in bulk in barrels, in less than 
carload lots, in Official Classification territory, is unjust and un- 
reasonable to the extent that it exceeds fourth class less than car- 
load rating. Asks cease and desist order and rating which shall 
not exceed fourth class. 


No. 


No. 


No. 
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Unjust and unreasonable rates on second hand saddle tank loco- 
motive from Magna, Utah, to East St. Louis, Ill Asks cease and 
desist order, just and reasonable rates and reparation. 

No. 13781, Central Iron and Coal Co., Holt, Ala., vs. Director General, 
as agent, Mobile & Ohio., . 

Unjust, unreasonable and discriminatofy rates on coal from Lib- 
erty Mine, Ala., to Kellerman, Ala., and reshipped to Holt, Ala, 
Asks reparation. 

No, 13782. R. B. 
Central. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
farm wagons and parts thereof from Hopkinsville, Ky., to Crystal 
Springs, Miss. Asks just and reasonable rates and reparation. 

No, ky Perkins Glue Co., Lansdale, Pa., vs. Central R. R. of N. J, 
et al. 

Unlawful, unjust and unreasonable rates on cassave flour from 
various points in New York harbor to Lansdale, Pa., because 
Central R. R. of N. J. refused to lighter the freight and to make 
any allowance for that service performed by complainant. Asks 
reparation and determination of reasonable amount defendant 
should make for the service. 

No. a Crawford & Sebastian Co., Shreveport, La., vs. Rock Island 
et al. 

Unjust and unreasonable rates on two cars of oil well outfits and 
three cars of pipe from Shreveport, La., to ElDorado, Ark. Asks 
cease and desist order, just and reasonable rates and reparation. 

No. 13785. Armour & Co., Chicago, vs. Director General, as agent. 

Unjust and unreasonable rates on two carloads of pickles from 
Cameron, Wis., to Pittsburgh, Pa. Asks reparation. 

No. 13787. Edward Grimes and Samuel Friedman, co-partners, doing 
business as Grimes & Friedman, Denver, Colo., vs. Santa Fe et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential rates on waste paper from Salt Lake City and Denver 
to San Francisco and other Pacific coast terminals. Asks the 
establishment of just, reasonable and non-discriminatory rates. 

No. 13788. The Portland Flouring Mills Co., Portland, Ore., vs. Spo- 
kane, Portland & Seattle Ry. et al. 

Unjustly discriminatory and unduly preferential and prejudicial 
rates on coarse grains, including corn, through Portland, Ore., 
because better milling and cleaning in transit privileges are ac- 
corded to Everett, Seattle and Tacoma, Wash. Asks for non-dis- 
criminatory and non-preferential rates. 

No. 13789. The Texas Freight Traffic Assn. et al., Houston, Tex., vs. 
Director General, as agent. . 
Unjust, unreasonable and unduly discriminatory rates on cants 


Thomas & Co., Crystal Springs, Miss., vs. Illinois 





No, 19780. Walter A. Zelnicker Supply Co., St. Louis, Mo., vs. Denver from Chattanooga, Tenn., to Fort Worth and Ranger, Tex. Asks 
& Rio Grande Western et al. reparation. 
e a 
6 & 
Docket of the Commission 
3 s 


Note. items tn the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket wilt be noted elsewhere. 

May 15—Washington, D. C.—Examiner Bartel: 
13676—In the matter of routing of traffic over the 

= & O. (W. T. Kemper, Recv.), the K. C. M 

exas, 


15—Minneapolis, Minn.—Examiner Gaddess: 
65—South Shore Cedar Co. et al. vs. Director General. 
554—J. C. Sewell & Co. vs. Director General. 


Mey cease, Ill.—Examiner Butler: 
1 lobe Rendering Co. vs. Director General. 
13458—Ben D. Anguish et al. vs. Ala. & Vicksburg Ry. et al. 
May 15—Philadelphia, Pa.—EXxaminer Quevedo: 
1%520—The Atlantic Refining Co. vs. Director General, Pa. R. R. 
May 15—Cincinnati, O.—Examiner Worthington: 
13605—The Dewey Bros. Co. vs. C. & O. Ry. et al. 
13603—The Dewey Bros. Co. vs. N. & W. Ry. et al. 
Such portions of fourth section application No. 1561, filed by the 
Co., by which carriers named as parties 


Norforlk & Western Ry. 
thereto ask, among other things, for authority to continue to 
charge for the transportation of coal, in carloads, from Caples, 
Excelsior, Pageton, Springton and Susanna, W. Va., to Loveland, 
O., rates which are lower than the rates contemporaneously main- 
tained on like traffic to Blanchester, Leesburg and Lynchburg, O.. 
and other intermediate points. 

13604—The Dewey Bros. Co. vs. L. & N. et al. 


wey 15—Fort Worth, Tex.—Examiner Fuller: 
1 on — A. Hunt & Co. vs. Ft. Worth & Rio Grande Ry. Co. 
et al, 
May 15—Salt Lake City, Utah—Examiner Pattison: 
9613—Cameron Coal Co. et al. vs. A. T. & S. F. et al. 
hearing.) 
13588—Western coal rates. 


May 15—Washington, D. C.—Examiner Marchand: 
Valuation Docket No. 149—In re tentative valuations of the prop- 
erties of Mobile & Ohio R. R. Co. and Warrior Southern Ry. Co. 
Valuation Docket No. 3i—In re tentative valuations of the properties 
of the Norfolk Southern R. R. Co., Atlantic & North Carolina R. R. 
Co., and Carthage & Pinehurst R. R. Co. 
May 15—Galveston, Tex.—Examiner Keeler: 
12681—In re charges for wharfage, handling, storage and other ac- 
cessorial services at south Atlantic and gulf ports. 
May 15—Argument at Washington, D. C.: 
11105—United Chemical and Organic Products Co. vs. Director Gen- 
eral, I. H. B. et al. 
9922—Lake Charles Rice Milling Co. vs. Abilene & Northern, Director 
General, et al. (As to transit at Lake Charles.) 
9922—Lake Charles Rice Milling Co. vs. Abilene & Northern et al. 
(As outlined on page 41 of I. C. C. 63.) 


May 15—Washington, D. C.—Examiner Burnside: 
13668—In the matter of divisions of joint rates, fares and charges 
on traffic interchanged between the Kansas City, Mexico & Orient 
R. R. Co. (William T. Kemper, receiver) and the Kansas City, 
Mexico & Orient Ry. Co. of Texas and their connections. 


mm 16—Washington, D. C.—Examiner Clarke: 

* Finance Docket 2373—In the matter of the joint petition of the Cum- 
berland Valley Telephone Co. of Baltimore City, the Chesapeake 
and Potomac Telephone Co. of Baltimore City, and the Chesa- 

peake and Potomac Co. of West Virginia, for a certificate that the 


lines of the K. C. 
. & O. Ry. Co. of 


Ma 
1 
18 


(Further 








proposed sale of certain telephone property of said Cumberland 
Valley Telephone Co., located in the states of Maryland and West 
Virginia, and the purchase of said property by said Chesapeake 
and Potomac companies will be of advantage to the persons to 
whom service is to be rendered and in the public interest. 
ney 16—Omaha, Neb.—Examiner Disque: 

13273—In the matter of interstate and intrastate rates for the trans- 
portation of ordinary live stock, in carloads, from points in Ne- 
braska to Omaha and South Omaha, Neb., in their relation to rates 
on the same commodity, in carloads, from points in Nebraska to 
Kansas City and St. Joseph, Mo., and Sioux City, Ia. 

May 16—Washington, D. C.—Chief Examiner Quirk: 
11567—The Order of United Commercial Travelers of America vs, 

Pullman Co. (further hearing). 

oe 16—Argument at Washington, D. C.: 
12478—Allowances of mileage for Mississippi River crossings. 
12009—Natchez Chamber of Commerce vs. Natchez & Southern et al. 

“— 16—Minneapolis, Minn.—Examiner Gaddess: 

1 nn Grocery Co. vs. Director General, A. T. & S. F. 
et al. 

May 16—Chicago, Il.—Examiner Butler: 
13496—National Brick Co. vs. Director General, C. C. C. & St. L. 

May 16—Fort Worth, Tex.—Examiner Fuller: 
14619—Ross Bros. Horse and Mule Co. et al. vs. Un. Pac. R. R. et al. 

May 17—Minneapolis, Minn.—Examiner Gaddess: - 

* |; and S. 1542—Cancellation of combination rule on petroleum and its 

products in connection with Midland Continental R. R. 

May 17—Fort Worth, Tex.—Examiner Fuller: A 
1; and S. No. 1529—Restriction in routing on traffic from Pacific 

northwest to points in Texas. 

May 17—Chicago, Ill.—Examiner Butler: 
1%639—The Creamery Package Mfg. Co. vs. Director General, Pere 

Marquette et al. : 
13684—The Creamery Package Mfg. Co. vs. Director General, Pere 
Marquette Ry. et al. 

May 17—Allentown, Pa.—Examiner Quevedo: 
13278—Trojan Powder Co. vs. P. & R. Ry. et al. 

May 17—Washington, D. C.: 
13528—Investigation of power 

power brake systems. 

May 17—Jackson, Miss.—Examiner Cassidy: R 
13565—Macgowan Coffee Co. vs. New Orleans Northeastern R. 

Co., Director General et al. 

May 17—Cincinnati, O.—Examiner Worthington: net» 
13533—The Cincinnati Grain and Hay Exchange Co. et al. vs. A 
deen & Rockfish R. R. Co. et al. 

May 18—Washington, D. C.—Commissioner Meyer and Examiner Hart- 

man: 
Valuation Docket 15—In re Tonopah & Tidewater R. R. Co. 

— 18—Fort Worth, Tex.—Examiner Fuller: tern 
13560—Acme Coffee Co. et al. vs. Beaumont, Sour Lake & Westé 

Ry. Co. et al. nt 
13560, Sub. No. i—The Cooper Grocery Co. et al. vs. The Beaumom 
Sour Lake & Western Ry. Co. et al. Ry. 
ba _Netional Coffee Co. et al. vs. Gulf, Colorado & Santa Fe *! 
et al. 

May 18—Chicago, Ill.—Examiner Butler: 
13680—Armour & Co. vs. Director General. 
13681—Armour & Co. vs. Director General. 
13682—Armour & Co. vs. Director General. 
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EVERY STEP 


From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 


The Traffic Bulletin 


The Information Regularly Carried in This 
Publication Includes the Following: 
1—Released Rate Orders 
2—Fourth Section Orders 
3—Sixth Section Orders 
4—Investigation and Suspension Orders 
5—Suspension Orders Vacated 
6—New Tariffs and Supplements Filed with the I. C. C. 
7—Tariffs Rejected by the I. C. C. 
8—Express Tariffs Filed with the I. C. C. 
9—Shipping Board Tariffs 
10—Adoption Notices 
11—Central Freight Association Docket 
12—Central Freight Association Hearings 
13—C. F. A., Coal, Coke and Iron Ore Docket 
14—Illinois Freight Association Docket 
15—National Perishable Freight Committee Docket 
16—New England Freight Association Docket 
17—New England Freight Association Hearings 
18—Southern Rate Committee Docket 
19—Southern Rate Committee Dispositions 
20—Southwestern Freight Bureau Docket 
21—Southwestern Freight Bureau Hearings 
22—Texas Tariff Bureau Docket 
23—Texas Tariff Bureau Hearings 
24—Trunk Line Association Docket 
25—Trunk Line Association Hearings 
26—Trunk Line Coal and Coke Docket 
27—Trunk Line Coal and Coke Hearings 
28—Western Trunk Line Docket 
29—Western Trunk Line Hearings 
30—Western Trunk Line Dispositions 
31—Transcontinental Freight Bureau Docket 
32—Transcontinental Freight Bureau Dispositions 
38—Southern Ports Foreign Freight Docket 
34—Consolidated Classification Docket 
33—Embargo Notices, Modifications and Cancellations 
36—Steamship Sailings 
37—Express Classification Docket 
38—Address of Roads Filing First Tariff with I. C. C. 


Samples and full information free on request 


The Traffic Service Corporation 


Publishers THE TRAFFIC WORLD 
418 South Market St, Chicago 


THE TRAFFIC WORLD 


W 
Cann’, 


4 \cin\ Fs 


ST 


North China 


7 
Line 
Columbia Pacific Shipping Company 
Regular Direct Freight Service Without Transhipment 


PORTLAND, OREGON 
TO 


Yokohama, Kobe, Shanghai, Tientsin (Taku Bar), 
Tsingtao, Chinwangtao and Dairen 
SS WEST KEATS ......e May @ 
SS EASTERN SAILOR. ..... June 6 
Shanghai, Manila, Hongkong 
SS WEST KEATS .......- May6 
SS EASTERN SAILOR... .. . June 6 


ALL AMERICAN FLAG A-1 STEEL STEAMERS 


Transhipment at Shanghai to American River Steamers 
for Hankow, Pukow, Nanking and other open 
Yangtze River Ports 


For information regarding Space, Rates, etc., apply to 
UNITED AMERICAN LINES, INC., Browiew York City 
UNITED AMERICAN LINES, INC., 527 South Le Salle Street, 
R. T. JOHNS & COMPANY, INC., Central Building, 


COLUMBIA PACIFIC SHIPPING CO. 
GENERAL OFFICES 
509-522 Board of Trade Building, PORTLAND, OREGON 


Decision in Rate Case 


Announcement by the Commission of 
its decision in the General Rate Inquiry 
will probably come soon. 

It will remove uncertainty as to the 
future rate situation and enable buyers 
and sellers to compute buying and sell- 
ing costs. 

Disordered relationships, undue and 
unfair disadvantages to some, with 
corresponding advantages to others, 
may result, 

In whatever contingency that may 
arise we are well equipped to assist in 
the correction of any maladjustment. 
We prepare rate and statistical analyses, 


surveys, comparisons, digests of de 
cisions, ete. 


The Traffic Service Corporation 
Special Service Department 
505 Colorado Building WASHINGTON, D. C. 
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a 18—Cincinnati, O.—Examiner Worthington: 
~ ina Big Mandy Coal and Mining Co. vs. Lenox R. R. Co. 
et a 


se 18—Argument at Washington, 'D. C.: 

10704—Tidewater Oil Co. vs. ete General, C. R. of N. J. et al. 
. and S. 1490—Grain from I. C. . Illinois politts to New Orleans, 
La., for export. 

vk eset Copper Mining Co. et al. vs. Director General, Ann 
Arbor et a 

10581—American Smelting and Refining Co. et al. vs. Director Gen- 
eral, Ann Arbor et al. 


ey 18—New Orleans, La.—Examiner Cassidy: 
336—Neal Veneer Co. vs. Marianna & Blountstown R. R. et al. 
May 19—Washington, D,. C.—Examiner Jewell: 
* |, and S. 1547—Boots ‘and shoes from Boston, Mass., and Providence, 
R. I., to Petersburg, Richmond and South Richmond, Va. 
May 19—Butte, Mont.—Examiner Keene: 
12929—Interstate rates on grain, grain products and hay, in car- 
loads, between points in the western and mountain-Pacific groups. 


May 19—New York, N. Y.—Examiner Quevedo: 

bes 1 and 28. No. 1i—The New Jersey Zinc Co. vs. Director General, 

. T. & S. F. et al. 

hey. 19—St. Louis, Mo.—Examiner Keeler: , 

12737—Sloge Coal Corporation vs. Mo. Pac. et al. 

12737, Sub. No. 1—Perry County Coal Corp. vs. B. & O. et al. 
ba 19—Milwaukee, Wis.—Examiner Gaddess: 

459—Central Wisconsin Supply Co. vs. C. M. & St. P. et al. 


May 19—Argument at Washington, D. C.: 
\. — S. 1431—Cotton and cotton linters from Mississippi Valley 
points. 
ai. 19—Butte, Mont.—Examiner Pattison: 
588—Western coal rates. 


19—Chicago, Ill.—Examiner Butler: 
1%643—Lehigh Portland Cement Co. 
yes R. R. 
20—St. Louis, Mo.—Examiner Keeler: 
ing aps A. Zelnicker Supply Co. vs. Director General, Sou. Ry. 
e 
1. & S. 1525—Classes and commodities, from Illinois, Indiana, Ken- 
tucky and Missouri to C. & O. Ry. stations. 
rar id 20—Argument at Washington, D. C.: 
l. and S. 1489—Intermediate switching charges at Toledo, O. 
11892—U. S. War Dept., Inland Waterways, Mississippi-Warrior Ser- 
vice, vs. Abilene & Southern et al. 
11893—U. S. War Dept., Inland Waterways, Mississippi-Warrior Ser- 
vice, vs. Abilene & Southern et al. 
May 20—Indianapolis, Ind.—Examiner Worthington: 
13463—Indiana State Farm vs, Director General. 
i a dena Coke and Gas Co. vs. B. & O. et al. 
20—Milwaukee, Wis.—Examiner Gaddess 
“" ee y Chamber of Commerce ef the City of Milwaukee vs. C. B. 
et a 
May 22—Washington, D. C.—Examiner Jewell: ; 
* I, and S. 154 ement from Leeds, Ala., to Virginia cities. 
as 22—Washington, D. C.: 
a 


vs. Director General and IIl. 


juation Docket 159—In re tentative valuation of the property of 


the New York, Philadelphia & Norfolk R. R. 
Ma ay 22—Washington, D. C.—Examiner Burnside: 
13602—Ohio and Kentucky Ry. Co. vs. L. & N. R. R. et al. 
May 22—Argument at Washington, D. C.: 
11947—Armour & Co. vs. C. of Ga., Director General et al. 


11947 (Sub. No. 1)—Armour & Co. vs. Mo. Pac., Director General 


et al. 
13231—The National Association of Sand and Gravel Producers vs. 


Pa. R. R. et al. 
May 22—Chicago, Ill.—Examiner T. J. Butler: 
1. & S. 1535—Lumber from California to Minnesota and Wisconsin. 
ae 22—Atlanta, Ga.—Commissioner Eastman: 
494—Southern class rate investigation. 
applications which relate to class rates in southern territory. 
May 22—Seattle, Wash.—Examiner Pattison: 
13588—Western coal rates. 
22—Indianapolis, Ind.—Examiner Worthington: 


13585—The Public Service Commission of Indiana vs. A. T. & S. F. 


et al. 


ee 22—Dallas, Tex.—Examiner Fuller: 

608—Southern Wire and Iron Co. et al. vs. A. C. & Y. et al. 
13609—The Hamilton Carhartt Cotton Mills vs. A. & V. Ry. et al. 

May 22—Tuscaloosa, Ala.—Examiner Cassidy: 


13534—-Tuscaloosa Cottonseed Oil Co. vs. Alabama Great Southern 


R. R. et al. 


DIRECTORY OF ATTORNEY 
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ar 22—New York, N. Y.—Examiner Quevedo: 


13444—The Chevrolet Motor Co. of California vs. Director General, 
A. T. & S. F. et al. 
13488—Richard Yound Co. vs. Director General. 


May 22—Spokane, Wash.—Examiner Keene: 
1. and S. 1 Routing on lumber from Potlatch, Idaho. 


ey 22—St. Louis, Mo.—Examiner Keeler: 

13513—-Stuttgart Rice Mill Co., a corporation, et al. vs. Alabama & 
Vicksburg Ry. et al. 

hg! 23—Augusta, Me.—Public Utilities Commission of Maine: 
inance Docket 2313—Application of Eastern Maine R. R. for cer- 
tificate of public convenience and necessity. 

* Finance Docket 2314—Application of Eastern Maine R. R. for au- 
thority to issue securities. 

* Finance Docket 2315—Application of Mattawamkeag & Eastern R. R. 
for certificate of public convenience and necessity. 

* Finance Docket 2316—Application of Mattawamkeag & Eastern R. R. 
for authority to issue securities. 


oor 23—Argument at Washington, D. C.: 
1 pony Nebraska Bridge Supply and Lumber Co. vs. Director Gen- 
era 
12489—Refinite Co. vs. Director General and C. B. & Q. 
ee a hes & Co., Inc., of Oklahoma, vs. Director General, I. ¢, 
et al. 


aa | 23—New York, N. Y.—Examiner Quevedo: 
1 Fnac ag American Agricultural Chemical Co. et al. vs. Director 
enera 
13423—The American Agricultural Chemical Co. et al. vs. Director 
General. 
Oey 23—Chicago, Ill.—Examiner Butler: 
13599—Chicago Fire Brick Co. et al. vs. A. C. & Y. et al. 
May 24—Danville, Ill.—Examiner Worthington: 
Se oenaner Construction Company vs. Director-General, N. 
~ Eve CE Ol. 
a 24—Kansas City, Mo.—Examiner Keeler: 
l. and S. 11—Wasteful service by tap an SE ge a & Northwest- 
ern R. R. Co. and Ouachita & Northwestern R. R. Co. 
May 24—New York, N. Y.—Examiner Quevedo: 
13582—General Chemical Company vs. Director-General. 
ee Machinery Company of America vs. Director-General, 


y 24—Chicago, Ill—Examiner Butler: 

ee ae D. Hollingshead Company vs. N. Y. C. R. 

—_— D. Hollingshead Company vs. Deering cn Ry. 
et al. 


May 24—Houston, Tex.—Examiner Fuller: 
%652—William D. Cleveland & Sons et al. vs. Beaumont, Sour Lake 
& Western Ry. Co. et al. 


om 24—Argument at Washington, D. C.: 
965—Galveston Commercial Assn. et al. vs. A. & V. et al. 
12100 Beaumont Chamber of Commerce vs. Director General, Beau- 
mon Wharf & Terminal Co. et al. 
12100 (Sub. No. 1)—Beaumont Chamber of Commerce et al. vs. Di- 
rector General, Beaumont, Sour Lake & Western et al. 
12982—Weatherford, Crump & Co. vs. Abilene & Southern et al. 


May 24—Saginaw, Mich.—Examiner Gaddess: 
13411—Saginaw Milling Co. et al. vs. Director General, Pere Mar- 
quette Ry. et al. 
aa 24—Birmingham, Ala.—Examiner Cassidy: 
574—Watters-Tonge Lumber Co. vs. Director General, South Geor- 
gia Ry. et al. 
13624—Watters-Tonge Lumber Co. vs. Director General, Alabama & 
Northwestern R. R., et al. 
May 24—Kansas City, Mo.—Examiner Keeler: 
9024—Oakdale & Gulf Ry. Co. 
May 25—Chicago, Ill.—Examiner T. J. Butler: 
* 1. and S. 1543—Binder twine from trunk line territory to western 
destinations. Such fourth section departures as may exist. 
ae | 25—New York, N. Y.—Examiner Quevedo: 
593—The Wheatena Company vs. Director-General, P. R. R., et al. 
13592—Raritan Aniline Works vs. Director-General, C. R. R. of N. J. 


May 25—Birmingham, Ala.—Examiner Cassidy: 
13612 —J. R. Thames vs. Sou. Ry. et al. 
13621—Fies & Sons vs. Director-General. 
May 25—Peoria, Ill—Examiner Worthington: 
13492—Peoria Brick and Tile Company vs. C. B. & Q. et al. 
May 25—Detroit, Mich.—Examiner Gaddess: 
13637—Alfred T. Wagner vs. Director-General, Pere Marquette, et al. 
May 25—Houston, Tex.—Examiner Fuller: 


13486—Division of traffic between the Gulf & Northern Railway 
Company and its connections. 
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Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission 


Reom 806 American National Bank Building 
Telephone Main 2702 Washington, D. C. 


GEORGE T. BELL 
COMMERCE COUNSEL 


For five years Attorney-Examiner, Interstate Com- 

merce Commission. For ten years Commerce 

various shippers’ organizations, and member Nationai 
Industrial Traffic League. 


Woodward Building 


LESSER & LESSER 


Attorneys and Counsellors at Law Attorneys and Counsellors at Law 
277 Broadway, New York City, N. Y. 


TRAFFIC CLAIMS and 
SHIPPERS’ FREIGHT CLAIMS 


JOHN M. STERNHAGEN 
ATTORNEY AT LAW 


Interstate Commerce and 
Federal Tax Law 


Washington, D. C.| 105 South La Salle Street 


KARL KNOX GARTNER 
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EDWARD A. HAID 
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1411-16 Liberty Central Trust Bullding, 
St. Louls, Mo. 


Special attention to matters before Interstate 
Commerce and State Commissions and ra 
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WASHINGTON 
SQLORADO BUILDING 
telephone, Main 3840 


CHICAGO 
418-430 S. MARKET STREET 
Telephone, Harrison 8808 
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MID-WEST 


CORRUGATED FIBRE 


BOXES 


SINGLE WALL 


For greatest strength with 
lightest weight. 


DOUBLE WALL 


For long distance or export 
shipments. 


Also MID-WEST 


WATERPROOF 


Corrugated Fibre Boxes 
Ideal for shipping liquids in 
glass, all commodities to wet 
weather districts, all goods con- 
taining moisture, all goods which 
absorb moisture or are shipped 
with ice. 


All Double Wall and Waterproof 
boxes have Mid-West Triple Tape 
Corners and Off-set Score. 


Sample furnished free — original 
designs to meet any special need. 


MID.WEsT Box COMPANY 





Corrugated Solid Fibre 
Fibre Board Containers 
Products 
Factories or General 
Anderson, Indiana is Offices 
Kokomo, Indiana Lf 
Cleveland, Ohio Conway Building 
Fairmont, W. Va. a 
Chicago Chicago 


We operate our own Boxboard and Strawboard Mills 
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Rapid Transit 
And The Gateway— 


"THE old axiom that the speed 
with which a bottle may be 
emptied depends upon the neck 
holds good in shipping through 
WHEN YOU WANT IT “L.C. L.” freight—the interchange 
gateway is the neck of the bottle. 


Eighty-seven percent of the through “L. C. L.” freight 
routed via ST. LOUIS departs the same day it arrives. 


Because in ST. LOUIS is operated tne most modern, 


up-to-date, efficient, high-speed system of facilities for 

a the interchange of ‘“‘L. C. L.”’ freight to be found in 

ay any city of the world—a tractor and trailer service 
es 


enabling a fifteen-minute schedule of ten-ton loads 
between depots—a service that has aroused interest 
everywhere. 


ST. LOUIS loads and sends out 1,000 package cars daily 


Compare these facilities with those of other gateways 
to the west and remember that loss of time may mean 
loss of business! 


In no other large city of the country ts the problem of freight 


transfer for less-than-carload shipments met as it 1s met in 
ST. LOUIS (gateway to the West and Southwest) by the 


Columbia Terminals Company 


Acting as Agent for All Railroads Entering 


We serve r (| a | a Write for 
90 percent | | | ih } booklet 
of the business 
houses of 


our city 


describing 
our transfer 


service 


More Than Two Millon Dollars Invested in Facthties 
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| Every Tariff in its place at the 
right time saves money 


Can you afford to do business 
| without them? 


‘‘Wetzel Drop Front Tariff Files’’ in your Traffic 


| SEVEN good reasons why you should install 
| Department: 


| 1—They save time—they save money. 


2—They provide, by direct reference, quick and 
convenient service. 


3—They require no indexing, each drawer being 
labeled, showing what tariffs are filed therein. 


4—They keep the tariffs clean, and tariffs cannot 
| become torn, owing to the principle of the 
| tariffs being filed flat. 


5—They can be enlarged at any time, as the sec- 
| tions are all of uniform size. 





6—They are substantial in construction, cannot 
get out of order and never need be replaced. 


7—-They make a very attractive piece of office 
furniture, and can be finished to match any 
color you desire. 





A Tariff File that gives 100% service for 


| a lifetime is a necessary and 
| paying investment. 


etzel Drop Front! 
Tariff Files 


(PATENTED) 


—Ti—Top Section 










—T2—Tariff file 
Section with 
24 — 2 inch 
Drop Front 
Drawers, 


—T3—Tariff file 
Section with 
16 — 3 inch 


Drop Front 
Drawers. 














—T5—Sliding 
Shelf Sec- 
tion. 


—T4—Tariff file 
Section with 
12— 4 inch 
Drop Front 
Drawers. 


—T6—Two-drawer 
Storage Seo- 
tion. 





Write Today for Information 


P. A. WETZEL COMPANY 


305 South Wabash Avenue, Chicago 


Telephone: Harrison 6640 


City Salesroom: 
| 
| 


— 


Address all correspondence 
General Office and Factory: 
Springfield, Illinois | 
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Where they reach i Where to reach them 


The Southern Pacific Pioneered 


the use of 


OIL vs. COAL 


Insuring freedom from cinders 


Via SUNSET ROUTE, New Orleans to Pacific Coast. 


The same policy now adopted on our Steamship Line 


NEW YORK TO NEW ORLEANS 
Increases the delights op ONE HUNDRED GOLDEN HOURS AT SEA 


S. S. “Momus” already converted to an Oil Burner 
S. S. “Creole’’ to follow 





